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EVERY APPLICATION 


FLIGHT 
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There have been Terry’s springs in the air since the 
' days of man’s earliest flights in heavier-than-air 
machines. For Terry’s have contributed their skill to every step 
in aircraft development from the first biplanes to jet 
propulsion. Indeed, with only a few years to go to their centenary, 
they can boast a unique record of vital research on (and vast 
output of) springs and precision parts for all engineering purposes. 
Such an immense store of experience and knowledge can be 
invaluable in pioneer production — and it is always at your service. 


FOR SPRINGS AND PRESSWORK 


HERBERT TERRY & SONS LIMITED - REDDITCH - ENGLAND 
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Three examples of G.E.C. Airport A. ZA 100 High intensity flush run- 
Lighting equipment designed for use way light. 

in bad visibility; the diagram showing 
how they are incorporated in 
a ‘‘Line and Bar approach’’ landing 
system. C. ZA 407 Sodium approach light. 


B. ZA 405 High intensity centre line 
approach light. 


THE GENERAL ELECTRIC CO. LTD., MAGNET HOUSE, KINGSWAY, LONDON, W.C.2. 
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WHAT OTHER AVAILABLE VEHICLE can lay field telephone lines over any sort 


of terrain without ground assistance ? 


LICOPTERS 
We answer! 


WESTLAND AIRCRAFT YEOVIL: ENGLAND 


CABLES AIRCRAFT YEOVIL 


: 
\ 
: 
4 
; 
\ 


1 AUGUST 1952 


The lightest 


British Not only lightest, but most advanced in design & electrical 


performance. One-piece container of tough, acid-proof, 


civil aircraft 


shock-resistant plastic. Quick-release fully-polarised 


batter 7 terminals. Simple two-point fixing. Easy control 


of electrolyte level. Ribbed microporous P.V.C. 


of its voltage 


separators. Long-life plates. High output 


and capacity for engine starting. 


24 V. 1S Ah. 32} Ib, — 24 V. 25 Ah. 43} Ib. 


oF CHLORIDE BATTERIES 


& eProovucrT LIMITED EXIDE WORKS: CLIFTON JUNCTION: NEAR MANCHESTER 
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FARNBOROUGH PREVIEW 


used in Fuel Tank Pressurisation systems from 
which the servo air supply is taken. It can be 
set to cover a wide range of pressurising sys- 
tems. In Fuel Tank Pressurising systems this 


valve, in addition to the duty outlined above, 

provides the pressure reduction of the inerting 
gas. ‘ 
A typical setting is an outlet pressure of 10+2 : 


—1 p.s.i. with inlet pressures varying between 
15 and 150 p.s.i. 


TEDDINGTON CONTROLS LTD., CEFN COED, MERTHYR TYDFIL, SOUTH WALES. Merthyr Tydfil 666 


This is a specialised pressure reducing valve * \ 


are supplied to 
THE BRISTOL AEROPLANE COMPANY LTD 
and were used on the interior of the 


“Halls* | ‘srasazon 1° 
AIRCRAFT FINISHES JOHN HALL & SONS 


APPROVED BY A.1.D. AND A.R.B. (BRISTOL & LONDON)LTD., BRISTOL 


Hengrove, Bristol, 4, and 1-5 St. Pancras Way, London, N.W.1. 
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Don’t 
take 
unnecessary 
risks... 


Atk= We do get a kick out of taking 
unnecessary risks... but is it worth it ? Wouldn’t it be 
so much better if we gave it a little more thought in 
the first place ? So often it’s too late to do anything 
about it — the risk is taken, the damage is done — and 
there we are, all up in the air and wondering what to 
do next. It’s no consolation to know that everybody’s 
doing it— someone or other somewhere or other is 
taking needless risks every day, every month, every 


Est. 1760 


SALTER & co. 


FLIGHT 


INSIST ON QUALITY 
Buy SALTER of course 


season; and speaking of seasons, let’s talk about a 
very superior Spring .. . 


WARNING TO MANUFACTURERS : You take unnecessary 
risks whenever you buy ‘cheap’ springs of uncertain quality; 
low initial outlay will never balance the ultimate harm they 
may do to your product, your prestige and your purse. When 
you specify “Springs by Salter” you're certain of getting top- 
flight quality —quality that cuts out risk and guarantees years 
of highly-efficient, dependable service. Only the best—of 
materials and workmanship—is good enough for SALTER. 


westT BROMWiHiICH 


Mew 492 


1 AuGusT 1952 7 
| 1 A 

\ } 

| { 
: 


Proud to be 
SERVING FAMOUS FIRMS.... 


Heston Aircraft have long specialized in the complete 
design and manufacture of a variety of aeronautical 
equipment — from simple components to complete 
aircraft. Leading manufacturers who rely on the service 
of Heston Aircraft include :— 


HESTON AIRCRAFT Heston Airport, 
COMPANY, LIMITED S Hounslow, Middlesex 


TELEFLEX PRODUCTS LTD - CHADWELL HEATH 


TELEPHONE SEVEN KINGS 5771 (7 tines) 
AUSTRALIA BELGIUM + CANADA FRANCE HOLLAND ITALY SWITZERLAND SWEDEN USA 
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Search with single-engine economy 
Strike with twin-engine performance 
Security with twin-engine safety 


Simplicity with single-engine installation 


Designed and constructed for the Royal Navy by 


THE FAIREY AVIATION COMPANY LIMITED, HAYES, MIDDLESEX 
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Exhibition Site 


E are glad to see that B.E.A. are making a series of test flights into the South 

Bank Site with their helicopters and especially pleased to learn that noise appears 

on the list of items to be checked to ascertain the suitability of the site for use as 
a London rotor station. Regular readers will, no doubt, recall that for many months past 
we have been campaigning on the helicopter’s behalf; in the March 21st issue, at a time 
when questions regarding the speeding-up of their development were being asked in the 
House, we expressed our fear that the helicopter might be allowed to become another of 
the “too lates and too fews.” We have also felt it necessary to say something about 
noise and helicopters, for not only do they produce a penctrating buzz for most of their 
time in the air, together with a pulsating note from the exhaust, intensified by rotor-blade 
echoes, but they usually fly low and “hang about” for a relatively long time over their 


landing areas. 

The probability is that these South Bank tests will provide very little information that 
is not already well known to the Helicopter Unit, but they do represent activity, practice 
and another step in the education of the public in preparation for helicopter services 
which it is hoped are not now many years distant. The same can be said of the current 
virtually non-productive run between London and Birmingham. 

It does not require flights in and out of the South Bank site to prove that experienced 
pilots can land a helicopter there, nor need they be made to discover that at the moment 
it is a rather bad site from the pilot’s point of view. To put a single-engined helicopter 
down in a confined space surrounded by buildings and obstructions must always entail 
some risk, not so much to life and limb, but to the aircraft itself. As to whether the 
position of the site near Waterloo Station is convenient for potential passengers, there is 
again little to learn from making flights in and out. 

In spite of these remarks, however, we do not doubt the pilots are quite glad to have 
a go; and, as we have said, anything to add to the Unit’s experience against the day when 
it must expand enormously is to be favoured. In this connection we may add that the 
Unit’s pilots, who are normally kept busy enough, are now also starting to instruct 
R.A.F, pilots in the art of rotorplane flying. 

Because helicopters skilfully flown can make vertical descents or climbs to land on or 
take off from small platforms, it is not to say that a clear approach or climb with forward 
speed and into wind are not both advantageous and desirable. Should the South Bank 
site be selected for a rotor station for the services which B.E.A. plan (using twin-engined 
helicopters) for two to three years from now, then everything would be done to improve it 
and to make it as safe as possible; the proximity of the river is certainly an important 
advantage. We understand, incidentally, that W/C. Brie, who is in charge of the Heli- 
copter Unit and who is playing the part of an airborne observer during the series of tests, 
pointed out the advantages of a landing platform on the river for rotating-wing aircraft 
even in pre-war days. After his first landing last Monday he remarked, guardedly, that 
the site had possibilities. A photograph appears on page 135. 

We may next turn again to the matter of noise, the level of which is to be measured and 
the irritation it may cause, judged in the House itself and in the County Hall beside the 
site. Of all the piston-engined aircraft flying today the helicopter is probably the easiest to 
silence to the point where it would pass unnoticed among the other sounds of a city. If 
the requirement were there, the designers could do it. By this we mean that the cost and 
weight, and perhaps drag and power loss—none very large—will not be inflicted upon 
the helicopter until a customer insists upon silence; we hope B.E.A. will do so. It is 
most important from the psychological viewpoint that a new form of transport be well 
received by the public. A good silencing system incorporated in the initial designs of 
proposed commercial helicopters may well result in a much better reception_both from 
the public who might fly in them and those over whom they will fly. It would also help 
to ensure a quiet cabin for the confirmed passengers—one ingredient of comfort which 
they have now been educated to expect. 
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Selecting a Military 
Aircraft 


—Forty Years Ago: Memories of Salisbury 
Plain Before the Days of “Security” 


By GEOFFREY DORMAN, A.R.Ac.S. 


FORTY years ago to the day, the War Office Military Aeroplane 
Competition began at Larkhill, on Salisbury Plain. The results 
were hardly decisive in their object, but the contest produced 
some noteworthy aircraft and incidents, recalled in this_article. 


r i SHE recent trials to decide whether the Gloster G.A.§ 
or the D.H.110 was to be put into large-scale production 
for the R.A.F. were conducted behind a curtain of 

rigid security. No unauthorized people were permitted to 
watch them, and when the decision was made the bare fact 
was announced that the Gloster delta had won. It will be 
many months or even years before we are told the perform- 
ance of either aircraft. 

It was not always thus. Late in 1911 the War Office 
announced that a competition, open to the aircraft manu- 
facturers of the whole world, would be held to decide which 
was the most suitable aeroplane to equip the Royal Flying 
Corps that was to come into existence on April 13th, 1912. 
There were prizes amounting to £10,000, from which sum 
£4,000 would be awarded to the most successful manufacturer 
of any nationality, and £1,500 to the most successful whose 
machine, with the exception of the engine, was British built. 
There were second and third prizes in each class, and con- 
solation prizes. The event was officially called the War 
Office Military Aeroplane Competition, but was usually 
referred to as the Military Trials. 

The Trials were held at Lark Hill (nowadays generally 
spelt “Larkhill”) on Salisbury Plain, during August 1912; 
they started on August Ist and continued until the 27th, 
interrupted occasionally by bad weather. The criticism was 
made that the competitors did not fly in weather in which 
pilots of the R.F.C. flew; but the critics overlooked the fact 
that damaged Service machines would be repaired in due 
course at Government expense, whereas if a competing 
machine crashed it might be out of the contest for some days, 
or even altogether, and thus the entrant would lose the chance 
of winning big prize-money. 

The performances of every aircraft were recorded week by 
week in Flight, and before the end of August the War Office 
announced all the prizewinners. The first prize of £4,000 
in the international class was awarded to S. F. Cody, who 
also won the first prize open to British subjects. Cody was 
an American who had assumed British nationality in October 
1909. 

Many other famous pilots took part, of whom those still 
known to be living are T. O. M. Sopwith, C. H. Pixton, 

S. V. Sippe, F. P. Raynham, E. C. Gordon England, and 

Maurice Prévost. The Australian Harry Busteed may be 

living in Australia, though I have not heard of him for 

many years. Others who flew, with varying success, were 

. L.. Charteris, James Valentine, Jules Védrines, 
Lt. J. C. Porte, R.N., M. Moineau, W. B. Rhodes-Moorhouse 
(to be the first R.F.C. pilot to win the V.C.), J. Bielovucic, 
G. Perreyon, M. Chamenois, Gustav Hamel, and L. F. 
Macdonald. There was Gordon Bell, the stammerer of whom 
there are so many good stories; R. C. Fenwick, who was 
killed during the Trials; Pierre Verrier, a famous Maurice 
Farman pilot at Hendon; Lts. Bier and Von Blaschke, who 
were Austrians; and Edward Petre (to lose his life a few 
months later), brother of Henry Petre, who is still a pilot. 

Thirty-two aircraft were entered. There were four 
from the British and Colonial Aeroplane Co., Ltd., which 
was renamed the Bristol Aeroplane Co., Ltd., in 1919. Two 
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“Flight’’ photograph 

S. F. Cody in the Cody biplane (120 h.p. Austro-Daimier), who won the 

two principal prizes in the competition. Note the rather crude-looking 

bamboo booms for the forward elevator, in contrast to the quite modern 
appearence of the faired interpiane struts. 


machines each were entered by : Hanriot (England), Ltd., a 
British branch of a famous French firm; A. V. Roe and Co., 
Ltd.; Bréguet of France; Coventry Ordnance Works, Ltd., 
from which the English Electric Co., Ltd., derives; British 
Deperdussin Co., Ltd., British branch of the French firm; 
Armand Deperdussin, head of the French firm; and S. F. 
Cody. One aeroplane each was entered by : Vickers, Ltd.; 
L. Howard Flanders, Ltd.; Martin and Handasyde Ltd., 
later known as Martinsyde, Ltd.; Aerial Wheel Syndicate, 
Ltd.; C. E. King; Jacob Lohner and Co. of Austria; A. M. 
Harper; Piggott Bros. and Co., Ltd.; Handley Page, Ltd.; 
and Société Anon. des Aeroplanes Borel. 

There was a committee of judges; its chairman was 
Brigadier (later Sir David) Henderson, who was Director of 
Military Training and was to command the R.F.C.; Capt. 
Godfrey Paine, R.N., who was Commandant of the C.F.S.; 
Maj. (later Maj.-Gen. Sir F. H.) Sykes, Commandant of the 
Military Wing, R.F.C.; and Mervyn O’Gorman, who was 
Superintendent of the Royal Aircraft Factory. Harold Perrin, 
secretary of the R.Ae.C., acted as general factotum to this 
committee. 

Everyone in the aircraft industry who could do so went to 
Lark Hill to watch the Trials. The public were freely 
admitted, except into the sheds; and a good time was had 
by all, for this was the first of the famous “get-togethers” of 
the aeronautical community, and they filled the local inns, 
hotels and pubs during this holiday August. For some of 
the time I was a cadet in the Public Schools O.T.C. camp at 
Tidworth Pennings nearby, at which a fellow-cadet was 
Sgt. W. S. Douglas, who is now Marshal of the Royal Air 
Force Lord Douglas of Kirtleside. During the time we 
spent in camp we several times marched over the Plain 
to Lark Hill to watch the flying, and the competing aeroplanes 
often flew over our lines. Cody landed one early morning 
not far from the tents and was at once over-run by a swarm 
of small boys, of whom I was one. Soon he was picking boys 
off the wings with his usual good humour and urging us not 
to touch the propeller and other vital parts—especially what 
he called the “electrickery and magnuisance.”’ 

During the event Cody worked like a Trojan, with just 
a few helpers from his immediate family, and a youth named 
Duncan Davies, who later was to form the famous Brook- 
lands School of Flying. Cody won by superhuman physical 
energy (though he was already turned fifty), and by his 
dominating personality. 

The most novel aeroplane in the Trials was unquestionably 
the Avro biplane, with a 60 h.p. Green engine. Pilot and 
passenger sat inside a cabin—as they were to do again years 
later, when the Puss Moth set a “new” fashion in 1929. The 
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Avro “All-enclosed limousine biplane,” as it was called, was 
the first cabin aeroplane to fly. 

The judges had to be satisfied that certain similar parts on 
any aeroplane were interchangeable, and that a pilot and 
observer could be carried, either of whom could use the 
controls from their seats. Before proceeding with the 
competition, entrants had to prove that their machines could 
(a) carry a live load of 250 lb, in addition to instruments, 
and fuel and oil for 4} hours; (6) could fly for three hours 
loaded with specified equipment; (c) could climb to 4,500ft 
and maintain a height of 1,s500ft for one hour; (d) could 
climb at not less than 200ft/min for the first 1,000ft; 
(e) fly at a maximum speed of not less than 55 m.p.h. Having 
fullfilled these “preliminary conditions,” each entrant had 
to prove that his machine could : (a) “plane”? down from 
not more than 1,000ft in a calm with engine stopped, during 
which a horizontal distance of 6,cooft must be covered 
without touching the ground; (6) rise without damage from 
long grass, clover, or harrowed land, fully loaded, in a calm; 
(c) land on cultivated ground, including plough, and pull up 
within 75 yards when landing on smooth turf in a calm; 
(d) be steered at low speed on the ground in a calm; (e) be 


The Avro ‘“‘All-enclosed limousine’’ (60 h.p. Green), the first cabin 
aeroplane—and, as the author of this article relates, the first machine 
to recover successfully from a spin; the feat was achieved by Lt. Wilfred 
Parke, R.N., at the Military Trials. (Below) The cabin and tail of the 
Avro after the crash which it suffered during the first week of the 
contest; it was rebuilt and competing again, within a week. 


““Flight™’ photograph 


capable of being changed from flying trim to road-transport 
trim (maximum width, roft) and travel on its own wheels, 
or on trolleys, along a road; ( / ) offer the pilot and observer 
a view as open as possible, while shielding them from the 
wind and allowing them to communicate with each other. 
There were also about a dozen more “desirable attributes” 
for which extra marks would be awarded. 

As already stated, the first prize in the Open Class, £4,000, 
went to S. F. Cody for his Cody biplane with 120 h.p. 
Austro-Daimler engine, who was also awarded the first prize 
in the all-British class. The first prize in that class was 
£1,500, but it had been ruled that no competitor could win 
more than £5,000 in all, so the additional prize was reduced 
to £1,000. 

Cody had built a tractor monoplane, which he had entered 
also, but shortly before the Trials, when the constructor was 
making a test flight at Farnborough, a cow had got in the 
way of his landing approach. The monoplane was smashed 
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too badly for Cody’s limited resources to allow its repair in 
time; as for the cow, it perished in an aura of publicity. 
The second prize of £2,000 in the open class went to 
Armand Deperdussin for the French-built Deperdussin 
monoplane flown by Maurice Prévost, who, a few months, 
later, was to become the first winner of the Schneider Trophy. 
As no British machines other than Cody's completed all 
the tests the two second prizes of £1,000 each in that class 
were withheld; but three awards of {500 each went to the 


Flight” photograph 


The French ‘Dep,’ which secured the second prize, of £2,000, taking 
off from ploughland—one of the tests which would tax an aircraft of today. 


British-built Deperdussin flown by Lt. John Porte, R.N., 
and two Bristol menoplanes flown respectively by 
Busteed and by Howard Pixton, who won the second 
Schneider Trophy in 1914. 

The following six aircraft which were submitted to all 
tests were awarded consolation prizes of £100 : Two French- 
built Hanriot monoplanes, flown by the Peruvian Bielovucic 
and the Englishman S. V. Sippe; a Maurice Farman “‘Long- 
horn” (as it was subsequently named by the R.F.C.), flown 
by the Frenchman Pierre Verrier and entered by George 
Holt Thomas, founder of the Aircraft Manufacturing Co., 
Ltd.; two French Blériot monoplanes, both fiown by 
Blériot’s chief pilot, Perryon; and the all-enclosed Avro, the 
only completely British aircraft and engine to complete the 
tests, flown by Lt. Wilfred Parke, R.N. 

This last-named machine performed the most sensational 
act of the whole meeting. During the first week it was badly 
crashed, the fuselage being broken in halves. It was rushed 
back to the Avro factory at Brownsfield Mills, Manchester, 
where it was completely rebuilt, brought back to the Plain 
by road and was flying again in eight days. 

Then, on Sunday morning, August 25th, Parke, with 
Lt. Le Breton, R.F.C., as passenger, went out at daybreak 
to carry out the three-hour test. When he had completed it 
he flew over Lark Hill at a height of about 600 or 7ooft in 
a wind of about 15 m.p.h. and began a spiral glide to land. 
At once the glide became a steep spiral dive, and in a second 
or two the machine was out of control. More by luck than 
intention Parke centred the controls and gave opposite 
rudder, regaining mastery only a few feet above the ground. 
He had got the machine into (and recovered from) an 
accidental spin, about which nothing was then known— 
except that previous instances had always ended fatally. 

(Concluded at foot of page 117) 


Verrier, in the Aircraft Company's Maurice Fairman, passing over the 
hangars in—as a “‘Flight’’ caption emphasized—a 25 m.p.h. wind. 
““Flight"’ photograph 
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SEA RANGER: One «3 the 
first flight views the 
Avro | M.R.2 

‘our Rolls-Royce Grif- 
which has mount- 
ings for two 20 mm guns 
in the redesigned nose, o 
ventral scanner, and a 
foired-off tail, with look- 

out position. 


FROM ALL 


George Medal for Bill Waterton 


BYOND the call of duty—a familiar phrase—has seldom been 

applied more appropriately than to the actions of S/L. William 
Arthur Waterton, A.F.C., chief test pilot of the Gloster Aircraft 
Company, who was last Tuesday awarded the George Medal for 
his attempt to land the eogeing G.A.§ super-priority delta 
fighter after the elevators had been carried away. According to 
the citation, $/L. Waterton, knowing that a crash would seriously 
put back the development and production of the G.A.5, decided 
to land, although he had an ejector seat and parachute. 

While the aircraft was travelling at high speed, elevator flutter 
started and both surfaces became detached, leaving the pilot with 
practically no control of his aircraft in pitch. He climbed to 
10,000ft, experimented, and found it possible to obtain some con- 
trol down to @ speed half as fast again as the normal landing speed. 
He let down and succeeded in landing, though heavily; the 
undercarriage gave way, fire broke out, and he was only able to 
free himself with great difficulty, Presumably the control which 
remained was that afforded by the variable-incidence tailplane. 
‘The power and rate of change provided by such a trimming con- 
trol would be too slow to permit anything like a normal landing. 


New French Air Attaché 


Tt popular French Air Attaché in London, Commandant R. 
Derimay, was due to end his tour of duty in that post yesterday. 
His successor is Cdt. Louis Jacques Andlauver, whose war record 
will have made him known to many who were serving in the Royal 
Air Force at the time, From 1940 to 1942 he was working with the 
Resistance Movement, picking landing fields for Lysanders; then 
he came to England and served with No. 88 Squadron and No. 342 
Lorraine Group. Returning to his native country at the time of the 
invasion, he commanded a transport squadron and later became 
an instructor at the Fighter School at Meknes, in North Africa. 
He was then, for cighteen months, assistant to the Commandant 
of the Liaison Group at Fontainebleau. With 2,500 hr flying, he 
holds the Legion d’Honneur, Croix de Libération, Croix de 
Guerre, Médaille de la Résistance, and D.F.C. 


The Cirrus Autocar 


HE above new designation a gene to the Auster J.sG, powered 

with a Cirrus Major Ul of 1¢§ h.p. and sessing a ~~. 
performance than the now- familiar Gipsy Major version. The 
aircraft (picture, page 118) is specially recommended for optration 
from high-altitude airfields and in tropical climates. A spray load 
of 70 gallons, or a dust load of 700 Ib, can readily be carried. 

A floatplane version will be available, but the following figures 
apply to the landplane at full load : maximum a. 127 m.p.h.; 
cruising speed, 110 m.p.h.; stalling speed (with 
1.A.S. ; landing run (< m.p.h. wind), 130 yd; take-o 
wind), 175 yd; still-air range, 485 miles; service ceiling, + 


Russian Gas-Turbine Alloys 
N the description of the Russian variant of the Rolls-Royce 
Nene given last week it was stated that “Nimonic 80 and 75 
have, apparently, been produced in Russia. . . ."” This statement 
should, perhaps, be amplified by pointing out that, although the 
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Russian alloys are compositionally similar to these Nimonics 
they have not been produced, or fabricated, with the gradually 
— techniques of Henry Wiggin and Sons, Ltd. 

t is now twelve years since the first creep-resisting Ni-Cr-base 
alloys were evolved by the Mond Nickel Company’s laboratories. 
Since that time alloys have been developed with progressively 
improved propertiés, requiring a parallel development in manufac- 
turing technique. It may be assumed that the practical “‘know- 
how” of the working of these advanced alloys has not yet been 

acquired by Russia, nor has that country obtained any of the ee 
newer and better Nimonics, of which Nimonic 80A, 90 
may be named. The last named is an entirely new diomoct 


J. R. B. Hartnoll 


We regret to have to record the death of Mr. J. R. B. Hartnoll, 
of Photo Flight, Ltd., as a result of a flying accident which 
occurred on Thursday of last week. Born in 1914, and educated 
at Harrow and University College, Oxford, he learned to fly with 
the Wiltshire Club in 1936, and soon afterwards joined the R.A.F. 
Shortly before the war he went to the de Havilland Company, but 
was called up as a member of the R.A.F.O. and posted as an in- 
structor to No. 3 F.T.S., South Cerney. In 1941 he was seconded 
to de Havillands as a test pilot. He flew for their Propeller Division 
until the end of the war, and carried out the initial development 
flying of the first D.H. braking airscrews. After a short period at 
the end of the war in the D.H. engine-installation department, he 
started Photo Flight, Ltd., at Elstree, in 1948. He was now able 
to combine his interests in aviation and photography, and to 
specialize in commercial air photographs of high quality. 

Mr. Hartnoll lost his life when a light aircraft—in which he was 
returning from photographing a factory in Wiltshire—dived into 
the ground. near airfield, for some reason as yet unexplained. 
He leaves a widow and three sons. 


WORLD PREMIERE : Honouring the inaugural showing of ‘The Sound 
Barrier,’’ reviewed on p. 134, is H.R.H. the Duchess en who 
may be something of the Vickers Supermarine 
model form—from its designer, Mr. J. Smith 
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Grinding Master Cams for Duplex Milling Machine. 


Working for Britain’s Future 


Napier, during nearly 150 years of engineering in the highest sense 


of the term, have become one of the hard core of British manufacturers 


NAPIER 


to whom industry looks for the maintenance of standards and the 
consummation of major technical developments. 

At Napier’s, men of skill combine with men of vision to preserve 
Britain’s high reputation in those spheres of transport and defence 


where the Napier name is best known. 
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EXI 0 N made - to - measure 


MAINTENANCE EQUIPMENT 


for the Comet 


In the maintenance hangars for Comet Jet Air Liners at London Airport, mobile 
servicing equipment built with Dexion slotted angle is saving time, space, labour 
and money. With Dexion you can build almost anything 

—from a bracket to a small building. No drawings are 

required — rough sketches are good enough. No measur- 

ing, drilling, welding or painting, and no scrap — it can be 

used over and over again. Just cut it and bolt it—that’s all! Regular users 
include Bristol, de Havilland, English Electric, Fairey, Hawker, Vickers-Armstrong 
— and 20,000 other firms throughout the world. 


D EXI 0 N Write or ‘phone for illustrated booklet AC.54 
LTD., TRIUMPH HOUSE, 189 REGENT ST., LONDON, W.1. Phone: REGent 4841 
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FROM ALL QUARTERS... 


New Decca Chain 


Trt south-west British chain of Decca Navigator stations has 

# been built principally to meet the needs of shipping ; it will 
aid all craft in the South-western Approaches and should enable 
accurate landfalls to be made in all weathers: But there are many 
important airfields in the area covered by this chain—which 
reaches from Southern Ireland to well inside France—and aircraft 
will also benefit from its operation. 

Geographically, this new chain follows the usual star pattern, 
the master station being near Plymouth and the slaves being sited 
on St. Mary Island in the Scillies (Green), in Jersey (Red), and 
at Llancarffan, near Cardiff (Purple). The official opening was per- 
formed on July 29th by Sir Norman Guttery, K.B.E., C.B., Deputy 
Secretary, Ministry of Transport, at a ceremony aboard M.V. 
Vecta, steaming from Southampton to Poole Bay. 


Cause for Congratulation 


CONGRATULATIONS are due to Capt. R. C. O. Lovelock, 
D.F.C., of Airwork, Ltd., on a skilful forced landing which he 
executed with a Hermes IV in a field near Pithiviers, south of 
Paris, on July 23rd. The aircraft was flying on a trooping service 
ac ap ancmaas to Malta, and had $4 soldiers and six aircrew on 

It appears that the starboard outer engine lost its airscrew, in 
process of which the starboard inner was also put out of action. 
Capt. Lovelock put the aircraft down, and all its occupants were 
able to escape before it caught fire and was burnt out. In stating 
that only three of them received injuries, which were of a minor 
nature, Airwork express the view that this fortunate outcome may 
well have been due to the fact that the cabin of the Hermes was 
fitted throughout with rearward-facing seats. 

The troops were flown back to London, and re-kitted, a few 
days later. 


Facing Aft 


WHATEVER reasons may be preventing others from coming to 
a decision on rearward-facing seats, the U.S.A.F. has tried 
the layout and found its advantages sufficient to justify its adop- 
tion. In fact, under a new requirement of the Military Air Trans- 
port Service, all future American Service transports will be equip- 
ped with rearward-facing seats and present equipment is being 
modified to the same configuration. The first new transport to be 
delivered under these rules will be the Convair C-131, a variant 
of the CV-240, scheduled to join M.A.T.S. early next year; like 
most airliners today, the C-131 will take a leaf out of B.O.A.C.’s 
book in having a white-painted cabin-top. 


Pruning and Forcing 
T= American Aitcraft Production Board has now reported 

to the U.S. Air Force and Navy its findings of a recent survey 
of types currently in, or scheduled for, production. It recommends 
that building of the following aircraft should be cut back, or 
stopped altogether : Grumman FoF Panther and Cougar; Lock- 
h F-94C Starfire; Martin B-s7A Canberra; Northrop F-89 
Scorpion; and Republic F-84G. In place of these t the 
following are suggested : McDonnell F2H-3 Banshee, itself to be 
replaced by the F3H—which may also cut out any uirement 
for the new Grumman F1oF Jaguar; North American F-86F, to 
be replaced by the N.A. F-100 supersonic fighter; Douglas B-66, 
RB-66 and Navy A3D—variants of a basic design, stated to be 
superior to any similar aircraft; North American F-86D, to be 
eventually replaced by the Convair F-102 supersonic “automatic” 
delta; and Republic F-84F and RF-84F. 

Other suggestions are the boosting of Boeing B-52 production 
at the expense of other long-range bombers; the replacement of 
the big Douglas F3D Skynight by the tiny F4D Skyray (see 
picture on p. 118) earlier than expected ; the hurrying into produc- 
tion of the Douglas A2D turboprop attack aircraft; the mainten- 
ance of Boeing B-47B and B-47C output at the present impressive 
rate; and the cancellation of all piston-engine contracts as soon 
as turboprops can be substituted. 


Industry Recruitment Improves 


OFFICIAL figures recently issued show that employment in the 
“Manufacture and Repair of Aircraft” reached 189,100 at the 
end of April, an encouraging increase of 2,600 from the previous 
month. The average rate of intake from November, 1951, has 
averaged nearly 2,800 a month or about 34,000 a year. When the 
“super-priority” scheme was announced in March this year, an 


official state: t was made that 75,000 more workers were 
by early 1955 to meet our peak production needs. 
1951 January | 134,100 23,000 157,100 +3,500 
February 935,800 23,500 159,300 + 2,200 
rch 137,000 23,600 160,600 +1,300 
April 138,000 23,900 161,900 +1,300 
May 138,740 24,550 163.290 +1,390 
June 138,800 24,600 163, + 110 
July 139,600 24,700 164.300 + 900 
August 141,100 25,100 166,200 +1,900 
September 143,600 25,900 169,500 +3.300 
‘ober 145,800 26,700 172,500 +3,000 
November 147,300 27,000 174,300 +1,800 
December 149,600 27,400 177,000 +2.700 
1952 January 151,500 27,900 179,400 +2,400 
February. 155,600 28,500 184.100 + 4,700 
March 157,700 28,800 186,500 +2,400 
Aprii 159,800 29,300 189.100 +2,600 


SELECTING A MILITARY AIRCRAFT (Concluded from page 115) 


On landing Parke was able to give an intelligent account of what 
happened, though he and his passenger, as well as those on the 
ground, were understandably shaken by the experience. A. E. 
Berriman, technical editor of Flight, was on the spot and, alone 
among the air correspondents present, realized the full implications 
of the incident. In the issue for August 31st he devoted to it two 
full pages with diagrams, and a full-page G.A. drawing of the 
machine (for such drawings Flight was even then justly renowned), 
explaining how the Avro had got into the predicament, and how 
Parke had managed to regain control. 

“Parke’s nose-dive,”’ as it became known, was the beginning of 
the laying of the spin bogy; and it was not long after this that 
the phenomenon became more fully understood and pilots could 
spin intentionally and regain control. Wilfred Parke, by this con- 
tribution to flying knowledge, should have a secure place in 
aviation history. He lost his life on December 15th of the same 
year, in an encounter with another unknown force, when he got 
into the down-draught on the lee side of a hill in a Handley Page 
monoplane near Wembley. 

The final results of the Trials showed that Cody’s top speed 
was 72.4 m.p.h. and his minimum speed was 48.5 m.p.h., a very 
good speed range for those days. He was able to stop on the grass 
surface after running only 30 yd, and took off from 
ground in 320 yd. His gliding speed at an angle of 1 in 6 was 
§9.2 m.p.h. He dismantled his biplane to road trim in 21 min 
and reassembled it to flying trim in 30 min with five persons to 
help him. 

The best performance in windy conditions was by Howard 
Pixton, in a Bristol monoplane with 80 h.p. Gnome engine, who 
flew for 1§ min in a wind measured as 44 m.p.h. maximum and 
17 m.p.h. minimum. 

Perhaps it is something of an anti-climax to have to record that 


the competition did not, after all, directly produce any suitable 
aircraft for the R.F.C. The Cody aeroplane was never a success. 
A model, bought for the R.F.C. as the result of the Trials, killed 
its pilot, Lt. L. C. Rogers-Harrison, at Farnborough on April 28th, 
1913; and on August 7th, 1913, Cody was himself killed at 
Farnborough, with W. H. B. Evans, a well-known Hampshire 
County cricketer. 

Mr. (now Sir Geoffrey) de Havilland, who was chief designer 
to the Royal Aircraft Factory at Farnborough (then known as 
the R.A.F. and now as the R.A.E.), studied the rules carefully 
and designed a biplane which could fulfil most of the requirements 
of the Trials rather better than the competing aircraft, though it 
could not comply with some which D.H. thought were silly and 
unnecessary. Being the employee of the Government, D.H. was 
not eligible to compete, but his aeroplane, the first B.E., was 
agreed to be the best military design yet seen. The B.E. was later 
developed by Harry Folland and E. T. Busk into the B.E.2c, 
which, with the B.E.2d, B.E.2e, R.E.7 and R.E.8 were extensively 
used by the R.F.C. in the 1914-18 war. 

The aircraft that flew in the Trials look strange by modern 
concepts and their performance is laughable by today’s standards ; 
but we must remember that the contest was held only nine years 
after the Wright brothers had made the first powered flight and 
only three years after Blériot had first flown the Straits of Dover 
on 25 h.p. at a height of only about 200ft. > 

Neither the Army nor the Navy had begun to take aircraft 
seriously, but the Trials at least had the effect of making the 
military mind think about aircraft possibilities, and they brought 
Army officers into close contact with the pioneers of the aircraft 
industry for the first time. So they were undoubtedly an historic 
milestone, the first milestone, on the road to world air power a3 
we know it today. 


3 

3 
a 
i 
4 
| 

i 

a 


PLIGHT, t August 1962 


HERE 
AND 


THERE 


Fouga 170R Flies 

THE Fouga 170R twin-jet fighter/trainer 
(illustrated in of July 11th) made its 
first flight on July 23rd, at Mont-de- 
Marsan, piloted by Léon Bourrieau. It was 
airborne for 25 min and the undercarriage 
and flaps were retracted at a height of 
6,s00ft. The speed—potentially of the 
order of 435 m.p.h.—was restricted to 
about 140 m.p.h. 


Milan Display 

ITALY’S aircraft industry is still running 
at something less than full throttle, and 
is consequently anxious to find new work. 
The facilities which the various firms can 
offer are likely to be given a full showing at 
a display to be held at Forlanini Airport, 
Milan, from September 14th to 23rd. 
A large static exhibition is now being pre- 
pared, and flying displays, conventions, and 
congresses are planned. 


South Coast Race Entries 
AMENDMENTS to the Daily Express 
Race entries, notified by the R.Ae.C. since 
the list on page 121 went to press, include 
the following : No. 27, iatoe, is to fly 
his Aiglet Trainer G-AMOS; No. §1, the 
Comper Swift G-ABUS, will definitely be 
flown by David Ogilvy; No. 13's registra- 
tion should read G-AHSB, and No. 76's 
G-AHWU; and the name of the entrant 
of the Saab Safir (No. 62) should read Col. 
A. V. Falk. Three non-starters—Forbes 
(Tipsy Trainer), Richey (Proctor) and 
Lashbrook (Proctor) already have been 
deleted from our list. 


Reminder 


LAUNCHED by a carrier task-force, some 
100 U.S, jet aircraft recently flew just out- 
side the three-mile limit off the coast of 
Communist China, to—in the words of the 
Pacific Fleet Commander, Admiral Rad- 
ford—“give the Communists something to 
think about.”” Meanwhile, in Korea, the 
air war was again intensified by Allied 
fighter/bombers, which attacked in force a 
troop and supply centre near Wonsan, on 
the east coast. The pilots reported nume- 
rous hits by bombs, rockets and machine- 
gun fire, in the face of heavy A.A. 


FLEET DEFENDER: Now completing evaluation at the Naval Air Test Centre, the tiny Douglas 


XF4D-1 Skyray has been ordered into large-scale production, which is being accelerated as the 
Skyknight contract finishes. The Skyray (named ofter the ray fish) is one of the smaliest fighters we 
con call to gr ory right for aircraft-carrier stowage—and consists mainly of a ‘G 


Westinghouse J 


-6 turbojet with 'ofterburner. The nose-probe is soon to be replaced 


a nose radome; all-rocket armoment is under test. 


Magnet for Modellers 

THIS August Bank Holiday Sunday and 
Monday (August 3rd and 4th) enthusiasts 
will flock to the British National Model 
Aircraft Rally. Organized by the Society 
of Model Acronautical Engineers, this 
classic event is held each year in a different 
part of Great Britain. This year it is 
the turn of the south, and, by the hospital- 
ity of the Royal Navy, the event will take 
place «at R.N.A.S. Gosport (H.M.S. 
Siskin). It will be open to the | eat: 
admission is by programme, price 6d. 


Fairchild-Fokker Link 


EARLY this year the U.S.A.F. “Trainer 
X” specification was issued to the Ameri- 
can industry, calling for an economical 
turbojet trainer capable of carrying full 
military equipment. Nobody was able to 
prepare a suitable design at the deadline 
date of June rst, the weight clause being 
one stumbling-block and the lack of a 
medium-to-small turbojet another. But 
the Fairchild Corporation has now put 
a spanner in the works by signing a one- 
year licence to build the well-known 


Fokker S.14 Derwent-powered side-by- 
side trainer from Holland, which—apart 
from the weight clause, considered impos- 
sible of fulfilment—meets Trainer X 
specification perfectly. Under the NATO 
production plans, described in Flight last 
week, there is likely to be a big future for 
the S.14; an American source goes so far as 
to state that it is already on order for 
Holland, France, Italy, two South Ameri- 
can countries and is being considered for 
production in Great Britain. 


Suspected Sabotage 

THAT a serious case of suspected sabotage 
had taken yar the previous week at 
Greenwood R.C.A.F. station, Nova Scotia, 
was Officially revealed in Halifax last week. 
A Lancaster which took off on “‘a routine 
flight” suffered an engine failure, and on 
return to the airfield it was discovered that 
the faulry unit contained rags and metal 
waste. It is reported that some fifty aircraft 
on the station were immediately grounded 
and their engines stripped, when it was 
discovered that another eight Lancasters 
had had similar objects placed in the air 
intakes of their Rolls-Royce Merlin engines. 


COMING INTO THE PICTURE: The new 

Auster J.SG Cirrus Autocar on crop-spraying 

work. A note on this new model will be found 

in a news paragraph on page 116. The gross 

weight is 2,450ib and the cruising speed 
110 m.p.h. 


SUB-CONTRACTED: The first of the new 
Saab-91B Safir Trainer-Tourers (left) now 
being produced under Saab sub-contract in the 
Dutch De Schelde factory. It bears the colours 
of the Royal Swedish Air Force, which is to be 
supplied with a considerable number for 
primary training, under the designation Sk 50. 
Similar machines will also be used by the 
newly established Sabena pilot-training school. 
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RELAXATION 
for | 
Armchair Critics... 


Here is a Vickers aircraft chair providing luxury in every 
one of its 21 different positions, from upright to fully 
reclining. The shape and upholstery—the softest 
foamed rubber on spring and elastic bases—give perfect 
comfort. The chair can be used facing fore or aft 

and is particularly easy to instal, to detach for revised 
loading between flights and to maintain. Already the 
Vickers 33 is being used in B.O.A.C. ‘ Constellations’, 
and in almost identical form in the ‘Comet’. 

Full details will be sent on request. 


VICKERS-ARMSTRONGS LIMITED 


AIRCRAFT DIVISION WEYBRIDGE - SURREY 
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fight.¢urn.... 


the difference @ Face won or lost, 

or even life and death. .. Tight 

turns at the high speeds required of modern 
aircraft, impose stresses upon them 

which can only be endured if the design and 


quality of their component parts 


is of the highest. The ultra light magnesium 
alloy components made by Essex Aero Ltd 


fully meet these requirements. 


magnesium alloy 
ultra light components 


ESSEX AERO LIMITED THE AIRPORT GRAVESEND KENT TELEPHONE GRAVESEND 4261 (6 LINES) 
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LITTLE STINGER : In spite of its “ultra-light” 
appearance and civil registration, the Fletcher 
FD-25 is really a very ferocious little prototype. 
ft is, in fact, one of a number of small ground- 
atteck aircraft which have recently been 
evaluated in the U.S.A.; powered by a 250 h.p. 
flat-six engine, it can carry several hundred 
pounds of rockets, bombs, or napalm tanks. 


HERE AND THERE... 


Rearmament Hold-up 


PRODUCTION at the General Electric 
Company’s gas-turbine plant at Lockland, 
Ohio, is reported to have been slowed 
down by the U.S. steel strike. 


W.J.A.C. In Camp 

NOW in summer camp at Hurn Ai 

near Bournemouth, are 60 cadets of the 
Women’s Junior Air Corps. They are 
receiving training in navigation, signalling, 
traffic control, engine maintenance and 
other subjects. Also there is the W.J.A.C. 
aircraft, Fairchild Argus G-AIYO, Grey 
Dove, in the charge of the Corps’ chief 
pilot, Miss Freydis Leaf. 


COMPRESSOR INLET COMBUSTION 
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INTAKE 


HOTTER AND FASTER : “Avro Canada News"’ 
is currently printing a series of short articles 
telling its readers ‘‘how the jet engine works.”" 
Among the illustrations is this diagram, indi- 
cating the changes in gas-temperature through 
the Orenda. The rise of 657 deg C through the 
combustion chambers expands the air so much 
that its velocity increases, it is stated, from 
215 m.p.h. to 970 m.p.h. 


Saucer Sequel 

THE reported detection of a “formation 
of flying saucers’’ by Washington National 
Airport operators on July 19th has caused 
} ng to be asked as to why jet fighters 
not scrambled from the nearby 
A.F.B.—especially as the mys- 
terious visitors were estimated to be 
travelling at the modest speed of 100 m.p.h. 
Contradictory explanations were given— 
one (official) was that nothing had shown 
on the Air Force radar screens; another 
(unofficial) was that the Air Force was 
advised, but took no action because the 
runway was under repair and the aircraft 
had been temporarily moved to Delaware. 


HE Wales has conferred 

the degree of or of Science Honoris 

Causa on Mr. Ivor Richard Cox, D.S.O., 

“in recognition of his outstanding services 

to the electrical industry.” Mr. Cox is 

managing director of the Metropolitan- 
Vickers Electrical Co., Ltd. 

A new coding system for TI. light 
alloys, in which the reference numbers are 
clearly related to chemical composition, is 
explained in a new brochure published by 
TH. Aluminium, Ltd., Redfern Road, 
Tyseley, Birmingham 4. 

* 

Mr. N.R. , A.S.A.A., F.C.W.A., 
and Mr. P. P. C. Drabble have been 
inted to the board of Geo. Salter and 

Co., Ltd., the West Bromwich spring 
specialists. Mr. Reaney was appointed 


secretary in 1949 and Mr. Drabble has 
been production manager of the weighing- 
machine, roller bearings and castings 
divisions since 1949. 

List No. B.H.35, a card issued by 
Hellermann Electric, Ltd., Crawley, Sus- 
sex, carries a sample cf the new Helvin 
stud-fixed cabie strap; made from P.V.C., 
these straps fit any diameter of loom and 
are supplied in any required length. 

J. A. Ploszajski, A.F.R.Ae.S., of the 
Polish Air Force Association, states that, 
contrary to our original information, he 
was not the final winner of the flying scale- 
model section of the recent N.H.M.F.C. 
Concours d’ Elegance. The first prize was, 
in fact, won by his club-mate, Z. Datkiewicz, 
with a superbly finished Luscombe Silvaire. 


THE MINISTER OF SUPPLY, Mr. Duncan Sandys, meets Westland test pilot Derek Colvin durin 
his recent visit to aS factories ; the Minister flew frow Yeovil to Staverton in an S. tts 


seen in the background. On the 


left is E. C. Wheeldon, Westiand’s managing director. 
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Technical Organization for Soaring Flight (OSTIV) * 

was held in Madrid from July sth to 13th, concurrently 
with the World Gliding Championships. Some sixty scienti- 
fic papers were read and discussed, both in the formal sessions 
and informally at all hours cf the day end night. 

Many famous gliding personalities attended, among them 
Professor Walter Georgii—director, in pre-war days, of the 
German Research Institute for Soaring (D.F.S.) and now an 
Argentine citizen and director of the corresponding Argentine 
organization. Professor Georgii, whose first book on gliding dates 
back to 1922, is honorary president of OSTIV. Also present were 
Wolf Hirth—designer of the Minimoa sailplane and investigator, in 
1937, of the German Moazagot! standing wave—who is again 
building gliders in Germany; Capt. Ralph Barnaby, U.S.N., the 
first American holder of the “C” certificate for gliding; Dr. 
Wolfgang Klemperer, the first German “C”’ pilot and for the last 
26 years a leader in American gliding; and Dr. Joachim Kuettner, 
expert on waves in Germany and America, who recently glided 
450 miles from the Californian stratosphere in a wave-exploration 
flight. The fifty delegates represented more than a dozen coun- 
tries, but none came from beyond the Iron Curtain. The pro- 
ceedings were conducted in English and German, with occasional 
translations into French 

At the opening session on July sth OSTIV was welcomed to 
Spain by the Director-General of Civil Aviation and by the presi- 
dent of the Royal Aero Club of Spain, the Duke of Almodovar del 
Rio. The president of OSTIV, Mr. L. A. de Lange (Holland 
replied and invited Dr, August Raspet (U.S.A.) to read an intro- 
ductory paper on The Potential of Motorless Flight. 

In his paper, Dr. Raspet said that two recent remarkable 
distance-flights had been made possible by the application of 
acrodynamic and meteorological knowledge which had itself been 
acquired by the use of the sailplane as a research tool. Dick 
Johnson's §40-mile flight in thermals had been made in a sailplane 
which had been developed acrodynamically to have a gliding ratio 
of nearly 40 to 1, while Kuettner’s study of atmospheric waves 
had enabled him to climb his sailplane into the stratosphere and 
then to fly from wave to wave for hundreds of miles. Rayleigh 
[1842-1919] had discussed the possibility of “dynamic soaring” 
the use of variations in the wind speed) but this had not yet been 
achieved by man. Nevertheless the possibility of soaring in jet 
streams and in pre-frontal waves was under active consideration 


[te fourth congress of the International Scientific and 


The imitials of the French utlemake“OSTIV 
nonal ergamzation between the wars had the imtials in German, * 


The corresponding interna 
STUS 


TALKING ABOUT GLIDING 


Points from the Madrid International Congress on Soaring Flight 


Aer ic improvement from changes in external geometr. 
had been fully exploited and boundary-layer control was now being 
used to improve performances still further. As a research tool in 
this field the sailplane was unrivalled, since slipstream and noise, 
which are obstacles to obtaining laminar flow on powered aircraft 
and in wind tunnels, are absent. 

The slow-flying and silent sailplane, able to fly in company with 
soaring birds, had also provided valuable data on bird flight. It 
now appeared that flight under human power was, for the first 
time in history, a practicability, The knowledge of how to main- 
tain over the wing a laminar boundary-layer and of how to make 
a very light structure meant that considerably less than one horse- 

er would maintain a single-seat aeroplane in flight, and we 
ena that an athlete could work at this rate. 
* 


At subsequent sessions the Congress settled down to hear and 
discuss more detailed papers, mainly on meteorology and aero- 
dynamics. 

Meteorology.—Several points in the discussion centred on 
standing-wave phenomena. Nearly 500 years ago Leonardo da 
Vinci asked himself ‘‘why, if in the level bed of a stream there is 
a solitary rock, the water beyond it forms many protuberances ?”’ 
but only recently have the meteorologists noticed similar sets of 
atmospheric waves in the lee of mountain ranges. They are 
sometimes marked by lenticular clouds which, although the local 
wind may be verv strong, remain stationary relative to the ground. 
Little experimental data was available until 1937, when the 
German Moazagotl wave was explored by glider pilots. Since 
then observations have been made, mainly by soaring enthusiasts, 
in England, U.S.A. and the Argentine while the corresponding 
theories have been developed in England, U.S.A., France and 
Germany. 

One result of the waves is that alternate areas of rapidly rising 
and sinking air occur in which aircraft may be lifted or forced 
down at great rates. Sailplanes have been climbed in the United 
States to nearly 50,oooft and further progress is limited at present 
mainly by the lack of pressure-cabin sailplanes. Lenticular, 
“mother of pearl” clouds go,oooft above Alaska have been studied 
and suggest that, once the pressurization problem is solved, gliders 
may well be able to reach 100,000ft. The power of the up-current 
is shown by the fact that Bob Symons in California climbed an 
eight-ton Lightning P.38 with both airscrews feathered from 
10,000 to 30,000ft three times while waiting for a dust storm to 
clear the airfield." The down-currents are equally powerful and 
with them may lie the secret of many mysterious crashes in 
mountainous country. 

Meteorologists have welcomed the data col- 
lected by glider pilots and the large attendance 
heard descriptions of wave flights from Prof. 
Georgii (Argentina), Drs. Kiemperer and 
Kuettner (U.S.A.), Alan Yates (Great Britain), 
Constans Camargo (Spain), and Frau Vieweg- 
Pielsticker and Heinz Watcher (Germany). It 
was mentioned that, in contrast to the waves 


occurring in the lee of the Alps, the Pyrenees, 


the High Sierras and the Andes, the large num- 
ber of observations in Great Britain showed that 
waves have been found up to ten or twenty times 
the height of the hills causing them. 

Most of the meteorologists whose calculations 
have enabled the conditions favourable for wave 
generation to be studied were at the Congress. 
Paul Queney (U.S.A.) and Gerhard Lyra (Ger- 
many) were among the first in the field, but their 
calculations suggested that the wave amplitude 
would increase with height. Dr. R. S. Scorer of 
Imperial College, London, showed that an 
increase in wind speed with height favoured 
wave-formation and damped the amplitude at 
great heights. His forecast of little damping 
along the wave train had been confirmed in 
England, where up to ten waves had been flown 


A group of meteorologists during the OSTIV meeting: 
they include (in the centre) Professor Georgii, Dr. 
W. Klemperer and Dr. R. S. Scorer. 
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im and many more had been seen. Other contributions to the 

theory came from Joachim Kuettner and M. G. Wurtele (U.S.A.), 

£ Fritz Rossman and Fritz Héhndorf (Germany) and 
Merbt (Sweden). 

The Californian wave flights had been high enough to contact 
jet streams, the long shallow layers of fast-moving air sometimes 
to be found around 30,cocoft. The extreme turbulence near the 
stream boundary was uncomfortable to fly in—it might be the 
cause of the “‘clear-air gusts’ which occasionally struck high- 
flying aircraft—but could possibly enable gliders to soar with the 
jet stream. J. Kuettner argued that the meteorological conditions 
when the jet stream occurred would favour formation of 
travelling waves which a glider could use. 

Several papers were read on the structure of cumulus and 
cumulo-nimbus clouds, including one by Frank Ludlam of 
Imperial College. In spite of the fact that much more gliding takes 
place in cumulus clouds than in waves, the data on cloud currents 
is very limited. Dr. Scorer announced that Mr. Ludlam would 
shortly be leading a research project at Cranfield, Bedfordshire, in 
which gliders flying under and within cumulus clouds would be 
used to obtain information on the air currents around these clouds. 

Aerodynamics.—Dr. August Raspet, whose glider research at 
Mississippi State College has shown what great performance 
improvements are possible on the ordinary sailplane, described 
some recent work on boundary-layer control. A N.A.C.A. 4416 
acrofoil section fitted to part of the wing of a two-seater glider had 
its profile drag measured by means of a pitot comb across the wake. 
When the forward part of the wing had been carefully contoured 
the transition point was found to be at about 0.35 chord, at moder- 
ate lift co-efficients, with Cp, = 0.008 approx. When suction was 
applied to progressively increasing areas of the wing (by pricking 
large numbers of holes through the fabric and lowering the wing 
internal pressure) the laminar boundary-layer was maintained back 
to 0.95 chord and the corresponding Cp, (allowing for the suction 
power) reduced to 0.004. 

Experiments were continuing in which the airflow through the 
porous surface was obtained by a hollow-bladed windmill attached 
to the wing trailing edge. The windmill acted as a centrifugal 
pump and increased the drag by only about one quarter of the 
amount gained from the boun layer. 

A paper by H. Carmichael (U.S.A.) discussed the ultimate per- 
formance —— of sai lanes and showed that gliding ratios 
of 60 to 1 might be 


control were applied. There were 
although it was noticeable that several and German 

a competing in the World Championships were fitted with 
wing-tip fairings shaped like tip-tanks. 

Allied Subjects.—Among other papers at the were one 
by B. S. Shenstone (chief engineer, B.E.A.) on The evelopment of 
Two-seater Sailplanes and one by Hal Cronkhite (U.S.A.) on Low- 
cost Sailplanes. In the authors’ absence they were read by Peter 
Brooks and Lt.-Col. Ely respectively, and both mentioned forth- 
coming developments in plastic construction. The British Gliding 
Association’s competition in 1947 for two-seater designs has led to 
the construction, with financial help from the Ministry of Supply 
and from the Kemsley Flying Trust, of the winning Kendall “Crab- 

.” It is to have wings made from Durestos plastic. Mr. 
Cronkhite called attention to a lightweight foam with a density of 
only 1.6 Ib/cu ft, which would be very suitable as a sandwich 
filling in glider-wing construction. 

A. H. Yates of the College of Acronautics described experiments 
with a sailplane gyro-horizon and direction indicator driven by 
Venner silver-zinc accumulators. The whole equipment weighed 
only 20 Ib and the instruments would run for 7hr at a charge. 

The apers will be published in due course by OSTIV and 
should i Seaes a valuable record of the present state of knowled c. 

OSTIV Organization.—At the business meeting of OSTIV 
officers were elected as follows for the period 1952-4 :-— 

a resident, Prof. Walter Georgii (Argentine); presi- 

dent, L. A. De Lange (Holland); vice-president, Dr. W. Eichen- 
berger (Switzerland). Members "of the Board: Ing. B. J. Cijan 
(Jugoslavia), C. Grandjean (Belgium), O. Gibelli (Veen 
Dr. W. B. Klemperer (U.S.A.). Secretary-treasurer, Dr. J. 
Honig (Holland); chairman (scientific section), Prof. Geseaii 
(Argentine); chairman (technical section), A. H. Yates (Great 
Britain). 

In view of the difficulties in organizing frequent congresses, 
much of the interchange of information which OSTIV exists to 
foster must be done by correspondence, and this is co-ordinated 
by the two section chairmen. 

A description of the fourth congress would be incomplete 
without a tribute to the hospitality of the Spanish Royal Acro 
Club and its president, the Duke of Almodovar del Rio. ‘The visits 
organised for delegates to Segovia and to El] Escorial, the lunches, 
the dinners, the bouquets to the ladies of OSTIV : all will long be 
remembered with gratitude. A.HLY. 


TOMORROW’S SOUTH COAST AIR RACE 


IR the Daily Express Trophy Air Race, to be flown tomorrew, 
Saturday, August 2nd, 46 entries—detailed below—have been 
received. Starting at Shoreham Airport, the course is, with minor 
modifications, the usual one via Brighton to Newhaven, where a 
turn inland is made and a leg flown to Reculver, near Herne Bay; 
thence competitors will turn eastward on to the coastline and 
follow it round via Margate, Foreness Point, Whiteness, North 
Foreland, Broadstairs, Ramsgate, Folkestone, Hastings, Bexhill, 
Eastbourne and Beachy Head to the finishing-line at West Pier, 
Brighton. The start is at 2.30 p.m., and the race should finish 
about 4.15 p.m. 
Most of the regular British racing enthusiasts are competing, 


and there are five foreign pilots—Capt. Christie from Norway, 
this time flying a vintege type—a D.H. Leopard Moth; the Czech 
pilot Marmol, in a Belgian-registered Proctor 1; Capt. Bissmarck 


‘mm the Swedish Embassy’s Saab Safir; and the Italians, Rosaspina 


and Ferrari, in the Ambrosini F.4 (Walter Mikron) and S.7 
(Gipsy Queen) respectively. 

The public will, we understand, be admitted free to an enclosure 
at Shoreham Airport, except for parking charges (cars 2s 6d, 
motor cycles Is, coaches 10s) and public-address systems at 
holiday resorts along the coast will relay the progress of the race. 
It is hoped that formations of Attackers and Meteors, and a 
Canberra, will fly round the course before the start. 


No. Entrant Pilot Aircraft Engine(s) Reg. No. Enranc Pilot sircraft Engine(s) Reg. 
7 | H. M. Kendall Entrant Chilton D.W.1 | Carden Ford G-AFGI 62 | Col. A. V. Talk Capt. S.F. | Saab Safir Gipsy Maj. 10 | 91123 
8 | H. Best Devereux | Entrant T'craft Plus O | Cirrus Min. | | G-AIXB Bissmarck 
12 | C. Gregory Entrant T'craft Plus O | Cirrus Min. | | G-AHGZ 63 | S/L. DO. White Entrant Proctor V G. Queen 2 G-AGTC 
13 | Penguin F.C. T'eraft Plus | Cirrus Min. | G-AHWI 65 | News of the World Ss. Gipsy Six G-ADPR 
< tter jer 
18 | H. Tempest, Led. | P. B. Cash Autocrat Cirrus Min. G-AGTY 68 | S/t. J. AR. King | F/O.M.R.T. | Hawk Trainer | Gipsy Maj. | G-AKRV 
20 | D. R. Robertson | Entrant Moth Minor Gipsy Min. | G-AFPN Chandler tit 
25 | Longford Engi- | G. A. Farley | Autocar Gipsy Maj. |! G-AIYY 69 | H. J. G. Turner Entrant Proctor Ili G. Queen 2 G-AIKI 
neering Co. Led. wic. R. H. Entrance Proctor | G. Queen 2 G-AHGA 
27 | T. W. Hayhow Entrant Aigiet Trainer | Gipsy Maj. 1 G-AMMS Mcintosh 
E. W. Westbrook | Entrant Messenger !Va | Gipsy Maj. ID | G-ALBE 73 | A. S. K, Paine Entrant Proctor | G. Queen 2 G-AHNA 
31 |G. Marler Entrant Falcon Six Gipsy Six G-ADTD 75 | V. Van Damm Mrs. Z. Proctor V G. Queen 2 G-AIET 
32 | H. K. Hughes B. J. Snook | Tiger Meth Gipsy Maj. | G-AMIN fewin 
35 | W. P. Bowles Entrant Messenger lla | Cirrus Maj.3 | G-AJYZ 76 | O. J. Bennett Entrant Proctor V G. Queen 2 G-AHWV 
40 | Cape. J. H. Entrant Leopard Moth | Gipsy Maj. | LN-TVT 77 | Biackburn and H. Wood Proctor V G. Queen 2 G-AHWR 
Christie General Aircraft 
oy D. Se Entrant Hawk Trainer | Gipsy Maj. | G-AJHA 78 | J. P. Crowther Entrant Proctor Il! G. Queen 2 G-AKWYV 
43 Penguin F.C. Mrs. ¥. M. | T'crafe Plus D | Cirrus Min. | G-AHKO 82 | W. W. Lyle Entrant Proctor | G. Queen 2 G-AHD) 
Grace 84 1D. J. Adie F.C. Muir | Mercury Vi Cirrus Maj.3 | G-AH. 
45 | H. Blumenthal Entrant Hawk Major Gipsy Maj.! G-ACYO 87 | Societa Aero- Vico Ambrosini- Wate 1-ADRC 
46 | R. S. Spackman Entrant Moth Minor Gipsy Min. 1 G-AFNI nautica Italiana Rosaspina Rondone F.4 Mikron 2 
48 | Miss E. L. Curtis] Entrant Wicko | Gipsy Maj. G-AFIB 88 | S. E. Norman H. Gemini 2 Gipsy Maj.10 | G-AJTG 
rience 
49 | Hampshire A.C. ‘. K. ou T’craft Plus D | Cirrus Min. | | G-AHCR Alexander 
SO | C. A. Pike Moth Minor Gipsy Min. I G-AFOJ of Yugo- 
Coupe slavia 
51 | C. G. Alington Entrant or | Comper Swift | Pobjoy G-ABUS 90 | J. N. Somers Entrant Gemini Ii! 2 Gipsy Maj. lc | G-AKDC 
D. Ogiivy Niagara 3 92 |G. A. Ferrari Entrant Ambro- | G. 3 | 
52 | Midland A.C. N. T'craft Plus D | Cirrus Min. | | G-AHVS sini $.7 
: 93 Cc. Entrant Nighthawk Gipsy Six 2 G-AGWT 
53 | R. E. Clear Entrant Comper Swift | Pobjoy R. G-ACTF race 
60 | A. Cdre. G. Entrant Proctor II! G. Queen 2 G-AKZR 94 | F. Ounkerley Entrant Gemini la 2 Cirrus Min.2 | G-AKKB 
Adnams 9S | S/L. J. Rush Entrance Falcon Six Gipsy Six G-AECC 
61 | L. C. Marmol Entranc Proctor ! G. Queen 2 OO-INT 96 | R.R. Paine Entrant Hawk Speed Gipsy Six 1f G-ADGP 
Six 
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Commercial Aviation Commentary 


By HENRY MORRIS 


Government policy for air transport was made in the 

House of Commons. After the first immediate reactions, 
varying from not-very-convincing expressions of horror from 
the Opposition to howls of disappomtment from the inde- 
pendent operators there has been ample time for calmer 
reflection and assessment of exactly what the Government 
is offering 

The outcome of this reflection seems to be merging into 
a surprising amount of satisfaction amongst all the parties 
interested in this vital problem, whatever their politicel 
leanings. The Corporations—quite rightly for State-owned 
concerns—have almost completely refrained from comment 
on the political implications of the statement. The inde- 
pendent operators appear to have soft-pedalled their public 
criticism of the policy. The officials of the Ministry of 
Civil Aviation seem to be unanimously of the opinion that 
the policy statement represents a nice middle-of-the-road 
attitude which really leaves it to them to preserve the 
delicate balance between non-interference with the estab- 
lished preserves of the Corporations and the parcelling-out 
of a few new operating opportunities to “reputable’’ inde- 
pendent operators. 

The people who should be most concerned in the implica- 
tions of the policy—the public, which uses (or would like 
to use) air transport and who have placidly watched so much 
of their painfully extracted taxes being poured into the 
avid civil-aviation furnace over the last few years—have 
shown virtually no interest at all. 


POSSIBLY all this is because no one really knows exactly 

what the policy statement means. And it is difficult to 
escape the conclusion that the Government itself, having 
made the statement, is now waiting for the interested parties 
—<call them contestants—to suggest to it how in their 
particular conceptions the policy could be interpreted and 
applied. In other words, the referee, who also wrote the 
rules (without knowing exactly how the geme is played), 
has now kicked the ball off and is hoping that the teams will 
soon get tired of battering at each other and come along 
hand-in-hand with some workable improvement to the rules. 
It is possible that the Corporations ere thinking that the 
policy statement has been cleverly end embiguously worded 
so that they, as the “haves,” can centinue in thet heppy 
state virtually undisturbed. And perhaps the independent 
operators, being the “have nots,” believe thet the statement 
was so framed to give the Government plenty of score to 
divert, little by little, many opportunities in their direction 
without having to go through the painful process of another 
big show-down ! 

But the wiles of the politicians must not be under-rated. 
This was demonstrated by Lord Pakenham in the last 
debate on the subject in the House of Lords. After the 
customary party exchanges, and the seizing of opportunities 
by both sides to put over the hoary old dogmatic deciamations 
for the sake of the Hansard record, Lord Pakenham rut 
forward a plea for a national policy for air trensport. It is 
difficult to avoid the reflection that his idea of such a policy 
is almost certainly a one-sided Socialist one; but he has 
deservedly been commended for concluding the debate on 
a more than usually lofty level. 


HE industry, even more than the public which seems 

content to accept what is given it, would welcome the 
establishment of a National policy. And if the industry 
could be given a directive, backed by both the main political 
parties, to sit down for a few weeks and work out a modus 
operandi under which the State and private enterprise sides 
would recognize the inevitability of each other’s permenent 
existence, and between them suggest sore shering-out of 
future operating opportunities, then the Government 


I’ is now some weeks since the initial statement of 


(present and future) might be spared the unpleasant task 
of imposing a policy which might satisfy nobody. 

It is a fact that certain elements on both the State and 
private sides of the industry would be prepared to try to 
produce some such joint formula, and would agree essential 
conditions for the prosperous development of their respective 
spheres—even if they did not thereafter regard each other as 
long-lost brothers at last returned to each others’ arms to 
live in peace and plenty under the benevolent protection 
of their foster-father, the M.C.A, 


BUT perhaps this is an impossible ideal, as the industry 
as a whole would have to accept and affirm certain 
premises, each of which might be unacceptable to some 
party or other. 

Firstly, the declared object of all parties would need to be 
maximum econcmic expansion of the industry as a whole, 
and not any privileged part or parts of it. Secondly, the 
present weak state of the industry would have to be admitted, 
and inquests into the whys and wherefores would have to be 
solely for the object of profiting by past misjudgments. 
Thirdly, the State Corporations and the independent opera- 
tors would, at least ameng themselves, have to face up to 
their own inefficiencies and weaknesses and drop all tempta- 
tion to indulge in smoke-screening propaganda. Fourthly, 
all parties would have ‘to recognize that, irrespective of the 
relative size of the different participants in the industry, 
they must all have parallel security of tenure. Fifthly, they 
would have to work out some joint aircraft-precurement 
programme without eny attempt to seek preferential treat- 
ment for any particular section. 

There would, of course, be other premises, but these 
would have to teature amcngst the preliminary table-clearing 
understandings. And it would be up to the Government to 
take the lead by suggesting some such rapprochement to the 
different elements in the indvstry. 


N July 16th there was another Commons debate. Again 
it produced few new ideas and little fresh light on how 
exactly the Government’s policy is to be interpreted. There 
was no serious divergence of views over the desirability of 
continued and expanded private enterprise participation in 
the air-trensport industry, but at the same time no one got 
down to facts end figures as to the probability and éxtent of 
such participaticn. 

The new policy will stand or fall by a simple criterion: 
whether or not it will attract heavy private finance into air 
transport; without this, the contribution of the independent 
operators will be stagnated from the beginning. There were 
signs that the problem was appreciated on both sides of the 
House, but it is one of those knotty controversial matters 
best skated around ! The only alternative to heavy private 
finence is direct aid from the Government in the shape of 
aircraft provisicning, and perhaps this is well in the minds of 
both the Government and the Opposition. G/C. Wilcock, 
in winding up the debate for the Oppositicn, did at least 
menticn that few, if any, operators could think of ordering 
up-to-date aircraft, and that this was a point which might 
be taken up with the Chancellor of the Exchequer. 

In any case, all the talking—at least in public—seems to 
be over, and it seems that a compromise between the not- 
very-divergent views expressed by the Government and 
Oppositicn spokesmen in both the Lords and the Commons 
cen be looked upen as the probable “national” policy to 
which Lord Pakenham referred. If the Minister does now 
concentrate on persuading the Corporations and the inde- 
pendent operators to hatch out a scheme between them- 
selves, then perhaps these two sides of the industry will 
pregress at least in amity, if not (vide the Flight leading 
article last week) in actual wedlock ! 
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Parachute 


Progress 


P. )GRESS in aviation demands an equivalent 
progress in parachute design, and the 
development of supersonic and high-altitude 
flight finds the Irving Air Chute of Great 
Britain Ltd. taking the lead in developing 


new designs. 


Parachute progress is the specitic and 
all absorbing concern of the Irving Research 
and Development Department whose 


technical staff are all acknowledged experts 


on every phase of parachute design and use. 
Led by Mr. W. D. Brown, M.Sc., 
A.M.I.Mech.E., formerly Head of the 
Parachute Development Section in the 
Ministry of Supply, who is without doubt 
the world’s leading authority on parachutes, 
a team of highly skilled and experienced 
aerodynamicists, engineers, mathematicians 
and technicians is responsible tor developing 
each new Irving contribution to the science 


ot the parachute. 


THE IRVING AIR CHUTE OF GREAT BRITAIN LTD. 


LETCHWORTH - HERTS ENGLAND 
Telephone: Letchworth 888 


Telegraphic tddress Irvin, Letchworth 


STAND 48 S.B.A.C. SHOW, FARNBOROUGH 
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Two vintage Avro types are the Club Cadet and the Avian 4m, owned by the V.A.C. and the Avian Syndicate respectively. Both machines have raced 
during the summer. G-ABEE is powered by a Gipsy Il, while the Genet engine originally fitted in the Cadet has been replaced by a Gipsy Major I. 


VINTAGE ENTHUSIASM 


Pre-War Club Spirit Successfully Revived : the Aims of the V.A.C. 


HERE is an old saying that it is always a mistake to 

try to recapture i pleasant atmosphere of the past; so 

when the Vintage Aeroplane Club announced that one 
of its aims was “To try and recapture the spirit that existed 
in private flying between the wars’’ it must have sounded 
like a forlorn hope. But is it really so hopeless ? 

As a race, we haven’t changed so much in twelve years. The 
only thing that is needed to get us out of the rut is a little stimulus 
of the right kind; and what better incentive than a common 
interest in keeping the older (and, to my mind, purer) types of 
aircraft in the air? 

Let us not sit around moping and complaining that private 
flying is beset with restrictions, difficulties and unbearable 
expense. We know it is difficult—that is why it is so much more 
enjoyable once it is achieved. But can you think of a better way 
of spending a summer’s afternoon than on a grass field, watching 
the leisurely flying of such types as the pretty Cirrus Moth with 
its quiet, contented engine, or the spritely Tomtit aerobatting 
near enough to be seen without deafening the onlookers? They 
are a treat to fly and a pleasure to watch. 

The Vintage Aeroplane Club was formed for people who enjoy 
this sort of thing, either as pilot or onlooker. But it isn’t enough 
to - together the vintage types of aircraft that are flying now. 
A further aim is to bring the neglected ones out of their dark 
corners and get them into the air. This may seem wishful 
thinking; but it need not rest at that, as several of our members 
have proved. 

You don’t have to be one of the favoured few to run an aeroplane. 
If you have sufficient enthusiasm, initiative, and the ability to 
over-ride frequent and seemingly insurmountable setbacks, a 


slender purse is sufficient to launch an old machine back into the 
air. Let me give some exarnples. 

The Cardiff Ultra Light Club do ali their own maintenance, 
members taking an equal share. They run two Tipsy Bs, and 
many of them have learnt to fly for next to eubiie <item doesn’t 
count the hard work. The beautifully kept red Aecronca that 
features at most of our own rallies was renovated by its owner, 
Mr. Colbourne, and a grand job he made of it. The Avian was 
built out of two old wrecks by a syndicate that worked all winter 
in a garage, starting with little or no technical knowledge, and 
learning the hard way. The Air Registration Board were 
suspicious at first, but when it was realized that the members were 
deadly serious and anxious to abide by the rules, the Board gave 
all the help it could. The work was supervised by a licensed 
engineer, and each man paid so much a week into the kitty for 
the cost of materials. After six months’ hard work and a lot of 
headaches, the Avian took the air, and has been a great source of 
pleasure and pride to its owners ever since, while providing 
flying at half the usual cost. 

The poe ye of Civil Aviation has recognized the V.A.C. as 
a club, and ful trol tax rebate is allowed to all syndicates that 
are members. his is extremely helpful, and knocks about ten 
shillings an hour off the cost of flying the average type. The 
V.A.C. committee want to see many more associate members 
banding themselves together in order to re-build some fine but 
neglected type, and for them we have to offer free technical advice 
and guidance from Mr. Bianchi, a very experienced aircraft 
engineer, who gives his services free to the Club as a technical 
adviser. A monthly newsletter carries a “wanted” and “found” 
column for bits and pieces of aircraft and engines and, shortly, 
an “Any old wrecks” column will carry information about the 


The two oldest aircraft on the British Civil Register, the Hawker Cygnet | and the D.H.60 Moth, make regular appearances at V.A.C. meetings. 
The Cygnet. which has an all-up weight of 900ib, is powered by a Bristol Cherub Ill and the Moth by an A.D.C. Cirrus Ill. Unlike the two vintage 
types depicted above, neither of these machines has a C. of A. and both must therefore fly on permits issued specially for each occasion. 
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VINTAGE ENTHUSIASM... 


location, condition, and possible price of derelict aircraft that 
come within the “Vintage” definition. When a group is working 
ona poate an appeal for help or the loan of equipment finds 
a ready response from the committee, who have a pretty compre- 
hensive knowledge of where to find the necessary. This Club 
is for the enthusiast with a willing pair of hands; it has no time 
for the “I care not what happeneth to thee, Jack”’ formula 
With the aid of the Kemsley Trust, an Avro Cadet has been 
acquired for the use of members who are qualified pilots, and it 
can be hired at a non-profit making rate by those who like a 
handy biplane. It is also available for those not fortunate enough 
to have machines of their own, so that they may on occasions take 
art in the competitions that occur during the organized rallies. 
These contests are designed to bring out the handling qualities 
of the aircraft as much as to give the pilot a chance to show his 
skill, and a trophy is to be awarded annually to the aircraft that 
has accumulated the most points during the competitive year. 
Most of the criticisms levelled at the club come from older folk 
who, after attending a meeting, remark disappointedly, “I was 
expecting to see some S.E.ss or Farmans. Now when I was in 
the Royal Flying Corps, etc., etc.” We are sorry about that, but 
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we leave such types of machine to the organizations that can 
afford to keep them in a box all the year round and bring them 
out on high days and holidays. Our definition of a vintage aircraft 
is that it shall be one “which went out of production before 1939, 
or any machine which by reason of its rarity or uniqueness Is 
considered eligible by the Committee, providing that such aircraft 
shall have a current C. of A.” 

A flying instructor, in a recent letter to the technical Press, 
complained that after obtaining a P.P.L. the average pilot did not 
know what to do next, and his interest invariably waned. If he 
flies typical modern club machines, this loss of enthusiasm is not 
surprising. By encouraging the flying of older types without 
the niceties of differential ailerons and weathercock stability (and 
by flying, we do not mean map reading from A to B, but learning 
to handle these versatile aircraft well) we feel that something is 
being done to offer the private pilot an extension of his interests. 

For our non-flying members, there is a modelling section 
(vintage models only, of course), while an historical branch has 
just been formed; and, as has already been said, every help is 
being offered to them to get in the air themselves. 

These are modest aims, no doubt; but we do find that when a 
crowd of vintage enthusiasts get together, the right 2 — 
to develop naturally; and that’s what we are after. . BG. 


THREE NEW BOOKS 


“Night Be My Witness,’ by Walter Clapham. Jonathan Cape, 
Litd., 30 Bedford Square, London, W.C.1. Price 128 6d. 

THs is a war novel, with the inevitable technicolored language 

and bedroom scenes; but don’t let that stop you reading it. 
Walter Clapham’s characters are no better and little worse than 
many of the young aircrew of Bomber Command, who can hardly 
be condemned for breaking convention when their whole way of 
living and dying was unconventional and terrible 

The reader will not need to be told that the author was himself 
an N.C.QO. bomb-aimer in Bomber Command. Only personal 
experience, coupled with a unique sense of observation and 
descriptive ability could produce such a book, in which no 
character or scene is ever larger than life. 

Central characters of the story are three young ack-ack gunners 
who volunteer for flying duties with the R.A.F. One becomes 
a pilot; the others fail to get their wings and remuster as bomb- 
aimers. Two are killed, the third lives to face the disillusionment 
of trying to fit inte a post-war world that seems hardly worth their 
sacrifice 

This book is worth reading for its semi-documentary description 
of life at training stations in Florida and Canada, and of the 
humour and tragedy of wartime bomber operations from North 
Africa and Britain 


“Faith is a Windsock,”’ by Miles Tripp. Price 12s 6d. Peter 
Davies, Ltd., 38 Bedford Square, London, W.C.1. 
I ERE is yet another book in the current spate of fiction- 
founded-on-fact R.A.F. novels; again, too, the characters are 
Bomber Command crews, This particular story is capably told, 
and in a not-too-lurid style, thereby gaining in its descriptive effect. 
The incidents are threaded on a rather thin plot, but the author’s 
character-drawing is so good that the book remains interesting in 
spite of the lack of suspense. He makes no concessions to the 
reader not conversant with Service slang and technical terms : the 
uninitiated will find themselves badly in need of a glossary. 


“Stuka Pilot,” by Hans Ulrich Rudel, with a foreword by Group 
Capt. Douglas Bader, D.S.O., D.F.C. Euphorion Books, 302 
Vauxhall Bridge Road, London, S.W.1. Illustrated. Price 12s 6d. 
A FEW weeks ago, in reviewing the biography of a great British 

airman, we complained that the subject of the work was “‘so 
modest and unassuming that the author was given little first-hand 
material-on which to base his book—a fact that became all too 
obvious to the reader.’’ Nobody will accuse Luftwaffe pilot Hans 
Ulrich Rudel of the same virtue—a virtue that can become tedious. 
He is proud of his athlete’s stamina, his record of 2,530 operational 
flights on the Russian front, meetings with his Fuehrer, and his 
medals. In fact, he is so proud of his medals that, when he lands 
in enemy territory, then has to sprint for half an hour in fur boots 
and coat to escape from “‘droves of Ivans’”’ and make a hazardous 
descent of an almost perpendicular cliff, he still remembers to put 
the medals in his pocket before swimming the freezing, 600 yards- 
wide Dniester river. 

Of course, they were rather special medals. Some components 
of his “one off” Gold Oak-leaves with Swords and Diamonds to 
the Knight's Cross of the Iron Cross weighed several pounds, and 
the Swords and Diamonds were framed in gold. 

Rudel’s record of operational sorties is unequalled by any other 

ilot in the world, and the fact that most of them were made in 
fa 87s, under the noses of Yak-9, Airacobra and Mustang fighters, 
says much for his flying skill. His description of the low-level 
attack in which he sank the Russian battleship Marat is most 
exciting, and those who remember with affection the Hurricane 
IID “tank-buster’’ will appreciate notes on the development and 
operational success of its German counterpart—the Ju 87 with two 
37 mm flak cannon under its wings. 

There is much more of interest, including details of the use of 
Ju 87s as glider tugs; Rudel’s respect for Russian flak (a weapon 
which brought him down many times), and his contempt for 
Russian pilots (who didn’t); impressions of Russian village life; 
and of the first shock of being shot at by, Rumanian “‘allies’’. 


STRETCHED AND SWOL- 
LEN : The prototype Lock- 
heed 1049 Super Constella- 
tion has had to undergo 
not only the familiar 
stretching process (com- 
pared with its forbears), 
but also the less-common 
swelling process. In its 
latest form it is serving as 
a flying test-bed for the 
forthcoming Lockheed 
WV-2 high-altitude radar- 
warning aircraft for the 
U.S. Navy. 
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TWO OF THE 
THREE ENGINES 


CLASSIFIED AS 


HAVE BEEN DESIGNED AND DEVELOPED 


AND ARE BEING PRODUCED BY 


ARMSTRONG SIDDELEY 


The SAPPHIRE Turbojet — the most powerful type tested engine in 
the world. For the GLOSTER GA‘5S 


The DOUBLE MAMBA turboprop — two independent engines one 
power unit. For the FAIREY GANNET 


ARMSTRONG SIDDELEY MOTORS LIMITED 


Parkside, Coventry 
Members of the Hawker Siddeley Group 
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GEESY QUE 


power unit of 


A simple, durable, reliable 
engine evolved by steady 
development from the Gipsy 
of a quarter-century ago. 
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The Viscount 700 calls ot Nice on its way east. (left to right) W. 


PREPARING THE 


Viscount 
FOR SERVICE 


Results of Hot- and Cold-weather Trials 


ACH year the S.B.A.C. Display and Exhibition is 
responsible for a race against time to complete and fly 
the industry’s latest prototypes; the whole of August 

seems to be given over to feverish preparations of one sort or 
another, almost, one might think, to the exclusion of other 
work. In actual fact, however—this year in particular— 
a great deal of production work of top priority is also proceed- 
ing on aircraft which were the highlights of earlier shows but 
are now familiar to all. Perhaps it is not only inevitable but 
desirable that civil airliners such as the Comet and Viscount 
—outstanding though they are—should no longer be lined 
up with the new arrivals, but regarded as old friends. 
Immediately after Farnborough this year it will be the time for 
delivery to B.E.A. of their first Disc ~class Viscount. With the 
introduction of this aircraft on the European routes early next 
year there is no doubt at all that 
new standard of comfort combi 
with s . The prestige of British civil aircraft abroad will 
inly be enhanced. 
The first Vickers-Armstrongs Viscount 700 has just 1g 
a demonstration and sales tour in the Middle and Far East. 
to this, firm orders had been announced for 42 Viscounts : A ~ 
B.E.A., 4 for Aer Li » 12 for Air France, and 6 for Trans- 
Australia Airlines. designer, said 
recent that $4 Viscounts had now been ordered, and it is under- 
stood that six of the additional twelve will go to B.E.A., 
a total of 26, and six to an overseas operator, so far 
i ion and deliveries, Mr. Edwards said that no 
had lost through the company being unable to offer 
early delivery dates. During the next two years the production 
rate will work up to the planned four aircraft per month, and it 
will be possible to increase this figure to six aircraft per month if 
compares ig oe | with that achieved by U.S. manufacturers. 
Since the first 630 prototype of this four-Dart turboprop 
airliner flew on July 16th, 1948,a very great me experience 
has been gained, both with that aircraft and ¢ he second, slightly 
larger, 700, which first flew in August, 1950. In particular, the 
successful period of trial operation on B.E.A. routes may be 


and W. H. Fell, navigotor/radio operator and 


recalled. Their totals of flying time to date are, respectively, over 
goo hr and over 600 hr. In addition the Tay-Viscount has done 
and 81ft 2in, compared with 89ft and 74ft 6in 
630. The present a.u.w. of the 700 series is $2,500 Ib. 
leted tropical and icing trials, prior to the 
issue of its full C. of A. The results of the many tests have now 
been assessed and it is of interest to mention some of the details 
of the tropical-test schedules and to record results 
It was on October sth last year that the Viscount left for its 
trials in Africa, and the first stage of its journey took it to Nice. 
From there it flew on to Malta, El Adem, Wadi Halfa and Wadi 
Seidna, where trials started in earnest. Wadi Seidna was used in 


two airfields each day, the flight taking 10 _~ as compared with 
an extremely tiring and uncomfortable couple of hours in a truck 
on the desert track. The first pilot throughout the trials was Mr. 
Sloan, and he was accompanied by Messrs. Lowdell (in of 
the party), Mitchell, Fell, Wrenn, Leech, Muir, Ganson, J. P. 
Thomas, Pickett, Morris, ackson, Heathcote, Radlett, 
Pralle, Jauncey, Stratford, Palmer and Walker. Numbered 
among the members of this large crew were specialists concerned 
with maintenance and performance, and, as t be expected, 
a Rolls-Royce representative was included to after the Darts 
and their performance. 

In the flight-test schedule for ical trials one first reads of 
the type of data to be recorded, instructions are then given 
regarding the need for special attention to be paid to power = 
and flow-rate variations for the Dart when wat 
methanol is being used, and also to the operation of the fuel 
trimmers and to the jet-pipe temperatures. 

On the subject of ground handling of the aircraft, the pilot was 
asked to comment on landing-gear behaviour on various airports, 
on steering (particularly during engine-cut tests with the aircraft 
loaded to aft c.g.), and on braking. 

It may be recalled that the otype Viscount 630 had expand- 
ing brakes, but the 700 is colonel with disc brakes ; a, 
since the tropical trials were completed Maxaret non-skid 
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equipment has been fitted. Records show that of the four tyres new 
for the Farnborough Display in 1950, the last was changed at 
Nairobi before leaving for home his meant that approximately 
fo landings had been made, including all the tropical tests. 

Nothing | was d ded during the take-off and landing 
tests, although these were of a particularly comprehensive nature. 
The pilots were asked to comment, for example, on the approach 
and the ease with which the round-out could be made during 
a power-off landing, bearing in mind the steep gradient and 
relatively large elevator stick-force involved under such unusual 
conditions for a four-engined airliner. In addition to the normal 
recordings rade in the aircraft—1.A.S., engine r.p.m., altitude, 
aircraft weight, c.g. position and so on—the results of landi 
and take-off tests were recorded with a ground camera. The 
technique is for the pilot to make a normal short landing or 
bog take-off, and the camera, recording continuously, provides 
the soft-screen data. 

Because of the poor condition of the runway at Nairobi, which 
has frequently been used for landing and take-off tests in the 
past, Wadi Seidna was used in the case of the Viscount. The 
altitude of Wadi Seidna is 1,256ft and the air temperature is 
generally higher than at Nairobi, the August average being 41 deg C 

106 deg F). 

The object of the take-off tests with four engines operative 
was, of course, to obtain figures for the minimum take-off distance 
consistent with recognized handling techniques. The c.g. position 
selected was the one giving maximum elevator loads. The aircraft 
weight for the first test was 50,000 Ib; the wing flaps were set at 
20 deg, and the landing gear remained extended up to soft. At 
least three tests were made in each of the selected configurations, 
both with and without water methanol. The Darts were set at 
14,§00 f.p.m. against the brakes, and the technique was to initiate 
“unsticking’’ at about § kt before the appropriate take-off safety 
speed, leaving the ground as late as possible to climb away 
immediately at a speed equal to the take-off safety speed. It was 
necessary to climb away sharply in order to prevent the speed 
building up over that desired 

For the take-off-with-engine-cut tests the weights, flap angle 
and technique were the same, but the c.g. position was altered to 
that cricical for controllability. Water methanol was used, and 
a series of tests were made at engine-cut speeds of 100, 95, 90, 85 
and 80 kt 1.A.S., in that order. 

Start-stop tests with engine cut were made for the same condi- 
tions and at the same cut speeds, and, as before, the critical 
engine, No. 4, was stomped by closing the H.P. fuel cock. It may 
be added here that while at Wadi Seidna the Viscount was taken 
off, flown round and landed without even starting the fourth 
e ine 

‘ollowing the take-off and landing tests the schedule called for 
checks on climb performance and en route performance, and of 
level cruising. In practice some of these tests were made at any 
convenient point in the flying programme, regardless of the order 
laid down on the test schedule 

Climb measurements were first made with all engines operative 
and landing gear extended, the rates being recorded at §-min 
periods, commencing at ground level and at 10,000ft for an aircraft 
weight of $0,000 Ib. A further series of tests was made with one 
engine inoperative, both with wheels down and with them 
retracted, and figures were obtained for weights of 45,000, 47,§00, 
and §0,000 Ib. Some actual figures recorded were as follows :— 
T.O, Climb 

At $0,000 Ib, four-engine operation, flaps 20 deg and chassis down, 

tos kt. At SI 1,480 ft min at air temperature of 36 deg C. 

At 10,000ft—1,000 ft min at air temperature of 12 deg C 

At $0,000 Ib, three-engine operation, flaps 20 deg, chassis down 

At S.L.—680 ft min at air temperature of 39 deg C (102 deg F) 

Ar 10,000ft—360 ft min at air temperature of 10 deg C 

En route performance checks called for measured rates of climb 


methanol, was 13,800 r.p.m. The same tests were made with one 
= out and with two engines out. During a demonstration at 

isbury, Rhodesia, at a weight of 49,000 Ib, the Viscount main- 
tained “po at 10,s00ft with the two port engines feathered. For 
tests and tration purposes it is usual to cut the pert engines 
in order to keep two of the three cabin blowers, (those to starboard), 
in use. main point to note about the two-engines-out 
case is that the Viscount has shown that it could safely go round 
again at all European fields should it be baulked on landing, even 
though the two inoperative engines are on one side. 

It is ——— to mention at this point that the four engines 
have Rotol airscrews equipped for automatic feathering ; the leading 
edges of the blades are electrically de-iced. During the tropical 
trials, the automatic feathering worked faultlessly on all occasions. 

Under the heading of “‘level cruising performance’’ the require- 
ments were simply to measure performance on three and four 
engines, at 40 and 48,000 lb weight, at altitudes of 5, 15, 20 and 
25,000ft. Various engine r.p.m. settings were used down to the 
minimum with which level flight can be maintained. Checks 

paying particular attention to jet-pipe temperature) were, in fact, 
made at 13,800, 13,400, 13,000, 12,000 and 11,000 r.p.m. Tests 
at ail the above altitudes were ted at 45,000 |b all-up weight. 

The Viscount had arrived at Wadi Seidna on October 7th and 
a good proportion of the tests had been completed when it left 
for Entebbe and Nairobi on October 22nd. At Nairobi a few days 
were spent in completing tests and in certain cases repeating thos< 
which had already been carried out at Khartoum, at the higher 
altitude of Eastleigh Airport, Nairobi. 

It was at this time that political troubles were being experienced 
in the Canal Zone and tests involving use of water/methanol 
had to be postponed because the supplies did not arrive in time. 
For approximately two weeks from the beginning of November 
the Viscount made a series of flights in East, Central and South 
Africa for demonstration purposes, and in several cases these 
provided valuable operating experience. 

Calls were made at Salisbury, Lusaka, Blantyre, Kasama, 
Entebbe and Johannesburg. Several demonstration flights were 
made at Salisbury and Johannesburg. According to reports—and 
this was before the Comet had started operating into Johannesburg 
—the reputation of British civil aircraft was not very high in 
South Africa (much adverse propaganda had been put out by 
foreign companies), but after some of the airline pilots and crews 
in that area had sampled the Viscount, they confessed that they 
were very favourably impressed. Passengers were apparently very 
pleased with the excellent view they obtained through the large 
oval windows, having previously believed that, with a highly 
pressurized aircraft, only small “‘portholes”’ could be fitted. 

While the Viscount was based at Salisbury arrangements were 
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made for it to fly over two of the routes operated by Central 
African in order that that company might be better able 
to assess the aircraft. 

On return to Nairobi on November 14th, after a short demon- 
re stration trip to Entebbe, trials were resumed and within a few days 
- word was received that the Shell company had been able to deliver 
the methanol at Mombasa. Accordingly the Viscount was flown 
to Mombasa without delay and, 
and efficient work by all concerned, 200 gallons were available on 
the airfield at 1 p.m.on November 2oth, although the ship had only 
arrived in the river at 8.30 that morning. 

When water/methanol is being used in the Darts (to restore 
power to the I.C.A.N. equivalent of 1,400 s.h.p. at sea level) the 
supply to the engine is automatically controlled, the pilot’s only 


p 


action being Loge 7 a the master switch in tion. The unit 
governing rate of flow depends upon the ce between torque- 
meter and a spring. With the power lever in maximum r.p.m. 
position and the master switch on, water methanol is injected into 
the Darts whether it be for take-off or, for example, in the event 
of a baulked landing. Provision is made in the Viscount for suffi- 
cient water methanol for one take-off, plus two baulked landings or 
overshoots, at maximum temperature conditions (1.C.A.N. + 30 
deg). Some recorded during baulked landing climb tri: !s 
and for take-off with water methanol injection are as follows 
Baulked-landing Climb.—47,500 Ib, four engines operating, flaps 
at 40 deg, chassis down, 100 kt LAS. At S.L.—1,180 ft min at air 
temperature of 35 deg C. At 10,000ft—s0o ft min at air temperature 


of 13 deg C 

reach Climb.—47,500 |b, three en ing, 
flap SS. At $.L.— Rime ot 
temperature of 37 deg C. At 10,000ft—1 10 ft min at air temperature 


of 10 di 
T.O. Performance.—Distance to soft with engine cut at critical speed 

of 86 kt, 1,470 yd. Height 1,250ft. Air temperature 38 deg C (100 deg F). 

An examination of reports on what may be called incidental 
tests reveals that special equipment and instruments functioned 
satisfactorily. The ground ventilation system was found to be 
adequate for all normal airline conditions, but this is not to say 
that use of a ground conditioning truck 1s not better in the tropics. 
The pressure system gave no trouble, although one routine ground 
check at Wadi Seidna revealed that a filter was becoming blocked 
with sand; a remedy in detail design has since been found. In 
spite of warnings to tarmac hands and great care by crew, the 
pressure seals around the door frames were found to suffer 
damage from steps, so the seal has been transferred from the frame 
to the door itself. A special heat-resistant rubber is used. 

A careful note was kept of the behaviour of the fuel-contents 
gauges and they were checked against the actual contents of the 
tanks. As a result, it was considered that the gauges are quite 
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oround Blantyre 
Nyasalond, is not 


he The Smiths autopilot was 
another piece of equipmen received special attention; it 
functioned aahanaiy <1 on all occasions, including periods of 
flight in rough trepical air. 

Serviceability as a whole was remarkably » and one of the 
only troubles expericnced was the failure of No. 1 generator at 
Nairobi. However, it seems certain that there was good reason 
to expect such an occurrence, for most of the engine starting was 
done with the aid of internal accumulators. Starting entails a drain 
of some 1,000 to 1,200 amp, and an average of 92 starts were made 
with each Dart engine. It is estimated that, in the case of Nos. 3 
and 4 Darts, 70 per cent of the starts were made on internal 
accumulators. In this connection it may be mentioned that on 
occasions the starts were somewhat slow, but, even so, the limiting 


(Above) The Standard Telephones S.1.R. 18 HF equipment, which gave 
excellent results during the triols. (Left) Large crowds cheered the 


airport. The 


arrival of the Viscount at Entebbe, Uganda's fine modern 
impressive demonstration flight. 


aircraft stayed to give a short but 


jet-pipe temperature was never exceeded. Except for routine 
inspections and the attention required to this one generator, the 
— the four engines remained untouched for the 1044 hr 
oft trials. 

Perhaps the most remarkable figure quoted in the results is the 
total oil consumption, for the four Rolls-Royce , of 
84 gallons. This is approximately two gallons per engine and gear- 
box per 100 hr, and, as provision is made in each for five 
gallons of oil, the whole trip could have been made safely without 
topping up. This confirms results obtained with the 
yer? La during its oe tours. In the same period as the 

some 27,000 gallons of kerosine were 


"aad in Africa the Viscount carried a new type of 
H.F. R/T, the Standard Telephones STR.18, from which some 
excellent results were obtained. This set utilized the normal type 
of wire aerial, running in this case from above the wireless operator 
to the tail fin. During a test flight from Nairobi, Salisbury was 
worked on 11,360 k/c at 25,000ft, the distance being 1,200 statute 
miles. On November 26th, from a ition 170 miles N.W. of 
Wadi Halfa, at an altitude of 20 » and again on 11,360 k/c, 
London was worked, strength 2, and clear each way, and Malta 
strength 3 and clear. The distances involved were, respectively, 
2,$8c miles and 1,280 miles, and the time was 8 a.m. 

In the afternoon of the same day, when flying 75 miles north of 
Benghazi, Karachi, 3,100 miles away, was worked, a ae 
Malta and London were worked throughout the lot c on the 
Malta-Nice leg, and, on the descent into Nice, London and 
Shannon were worked every 5,000ft at strength 5 for each station ; 
and even on the ground at Nice contact was maintained with 
London and Shannon at strength 5 cach way. 

The V.H.F. equipment on the Viscount was the 70-channel 
STR.12A, which uses a standard whip aerial. This set also gave 
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(Left) Back at L. to 


D. Ganson, flight observer; D. Heathcote and D. Jackson, Rolls-Royce; Captain W. R. Mitchell, co-pilot, B.E.A. ; 


W. H. Palmer, Dunlop ; G. E. Lowdell, tour manager ; J. Leach, design engineer. in climatic contrast, on the right, are seen Captain Wakelin and 


Captain * ‘Mutt’’ Summers at Kastrup Airport, 
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»od results and, for example, when flying from Nairobi to 
salisbury, the latter station was worked satisfactorily at a range of 
275 miles from 24,o00ft on 118.1 m/c. 

Conclusions.—It can be said that the Viscount’s performances 
during the trials were well up to expectations, that serviceability 
generally was well above the average, and that the fuel-consump- 
tion figures for the Darts were very encouraging. It is understood 
that the adverse effect of tropical conditions on the fuel consump- 
tion of turbine-powered aircraft has, in all cases examined to date, 
proved to be less than had been expected. 

The tabulated data (below) concerning transit flights over Africa 
e details of consumption and aircraft speeds. the last four 

ights the fuel consumption was high as a result of headwinds and 
not, as might be imagined, due to a change in engine condition. 


DATA FROM TRANSIT PLIGHTS 


Date Leg Distance|Fuel Used) Time 
(et.m) (gal.) hr min (m.p.h.) 
$10.51] Murn-Nice 660 688 2 23 273 
Nice-Maita 65 675 257 
6.10.51 | Adem 608 616 2 m 
830 779 2 283 
710.51 | WH -Wads-Seidna 

(Khartoum) 425 $08 1 4 243 
23.10.51 | Wadi-Seidna-Encebdbe 1,105 1,125 4 10 270 
Encedbe-Nairob: 320 “17 1 2 226 
31.10.51 | Neirobi-Satisbury 4,210 1,170 4 774 
611 51] 615 695 2 238 

911.51 | lohannesburg-Kasama 1,150 1,116 4 2 
Kasama-Nairobd: 7%” 607 3. 237 
15.11 $1 | 320 425 1 240 
Entedbe-Wad: Sedna 1,105 1089 4 72” 
W. Seidna-Wadi Haifa 425 519 1 ng 
2611.51 | W. Adem 630 1.060 3.45 2 
El Adem-Malca 808 769 2 3 235 
29.11.51 | Malca-Nice 665 675 3 216 
30.11 Nice-Hurn 660 783 2 #@ 248 


Weather was excellent for the trials in the Khartoum area, but 
at Nairobi heavy ovt-of-season rains made the runway surface 
tricky at times. Met. forecasting for transit flights was good at 
the lower altitudes, but the forecasting of upper winds was, to say 
the least, inadequate. In fact, on several occasions the Viscount 
itself was the only source of information on the winds above 
20,000ft. On the Johannesburg to Nairobi sectors the only winds 
available were three days old 

Some exceptionally high cu-nim cloud was experienced on 
occasions; the tops were between 35 and 40,000ft, and the worst 
areas in this respect were between Khartoum and Entebbe. Here 
the weather was associated with the I.T.C.Z. and instances of 
cloud solid from 400ft to 20,000ft were experienced. 

Naturally, the experience gained on the transit flights to the 
south was most valuable. An example of a typical flight-plan (for 
the Nairobi-Salisbury leg flown on October 31st) is given below in 
abbreviated form 

Fuel supplies created no difficulties at any time, thanks to the 
foresight of the companies concerned and, more particularly, to 
B.O.A.C., and their Comets. At Kasama, however, it was necessary 
to refuel from barrels—labelled “aviation turbine fuel.” 


Icing Trials 

The Vickers Viscount 7oo arrived back in England at the 
beginning of December on schedule + 7 days’ wait for methanol, 
and no further tests were undertaken until the New Year. In 
March de-icing trials were commenced, in the first place from 
Prestwick, and some 48 hours of flying were carried out to collect 


Copenhagen, during the Viscount's icing trial which followed its return from Africa. 


the necessary data under various conditions of icing. It will be 
remembered that the Viscount’s de-icing system relies upon air 
heated (but not mixed with) the exhaust gases from the inboard 
Darts. The airscrews and spinners, and the engine air intakes, 
are de-iced electrically, and fluid is used for the windscreens. 

The severity of icing was measured during the test by what is 
known as the rotating-cylinder method, which involves the simul- 
taneous exposure of three cylinders, of different diameters, to the 
air stream. For the Viscount trials the cylinders were mounted 
coaxially on a pole, which could be rotated from the cabin. The 
times of exposure of the cylinders to the outside air were observed 
and the ‘“‘catches’’ of ice on each were weighed after the test. 

As an example of one of the test results, we may quote Flight 
1sP. Glaze ice was encountered which increased in thickness 
from jin at 11,000ft to about jin at 13,000ft, when the measured 
conditions were : engine r.p.m., 12,500; aircraft speed, 155 kt; 
true air temperature, minus 9.5 deg C. The airframe de-ic 
system was switched on and it took 4 min to clear the se 
completely of all ice. No run-back was observed. 

During this test No. ; engine was not at first de-iced, and a 
build-up of approximately 1in was observed. Eight minutes after 
its de-icing system was switched on, a large piece of ice from the 
top of the intake “‘put the fire out.’’ But the re-light was reported 
to be immediate and satisfactory 

On Flight 26P, when flying in ice at approximately 5,000ft, 
with wing supplies switched to one-third power, 2 min were 
required to clear the tail. After flying for 24 min in these icing 
conditions and with the system at one-third power, ice started to 
form on the leading edge of the tailplane. An increase to half 
power, giving supply temperatures of 115 deg C to the wings and 
65 deg C to the tail, was sufficient to clear the ice. Conditions at 
the time were : altitude, 6,00oft; r.p.m., 12,000; true air tempera- 
ture, minus 13.8 deg C 

The Viscount carries a stall-warning device, which was tested 
during the de-icing trials. On one occasion, when about jin of 
ice was observed on the leading edge of the wing and the build-up 
extended for about gin aft of the leading edge on the top surface 
(and can be assumed to have extended the same distance under 
the wing), the stall warning was tried out and functioned accu- 
rately. The de-icing system was then operated and temperatures 
of 75 deg C and 35 deg C were noted in the wing and tail supplies 
respectively. The stall-warning device was tried again and once 
more functioned accurately. 

One more example can be quoted from these trials, when a 
build-up of rime ice on the tailplane, of approximately 1}in thick- 
ness, was cleared completely in 4 min by the use of the de-icing 
system at full power. The altitude on this occasion was 12,000ft; 
the r.p.m., 12,300; the air speed, 170 kt; and the true air tempera- 
ture, minus 9.§ deg C. 


EXAMPLE OF ABBREVIATED FLIGHT-PLAN 


VISCOUNT AMAV SALISBURY. DIST. 1,052 N.M. 
MET. BROKEN CU. 3/8 TO 5/8, 6000-12. 000FT. W/V FOR 20,000-25 OO0FT, 
100/10-15 KT. ROU DIRECT FLIGHT TIME—4.15. 


0712 AIRBORNE CLIMB TO TAS, 170 KT. 

O7S4 LEVEL OIST. GONE, 120 N.M. 

0637 (VISUAL) TAS KT. —12° C, $,260 KT. 


wiv 090; 

0840 CLIMB TO 24.000FT 

0849 LEVEL TEMP.—18°C 

0937 FIX (VISUAL) G/S 253 KT. ETA ZAMBES! 1100 HR. 


1058 ZAMBES! G/S 258 KT. ETA SALISBURY 1140 HR. 
W/V 080/10 KT. ETA DESCENT 1115 HR. 

1114 COMMENCE DESCENT 1,101 GALLS. GONE 

1136 SALISBURY 

1140 LANDED 

FLIGHT TIME, 424. AVERAGE GROUND SPEED. 240 KT. TOTAL 

FUEL USED, 1,195 GALLS 
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GOVERNMENT 
COLLABORATION 


—in Aircraft Development: An Informative 
Lecture by a Senior M.o.S. Official 


MONG papers prepared 
for the National Aero- 
nautic Meeting of the 

Society of Automotive Engineers 
held earlier this year in New 
York, was one of singular interest 
to British readers also, and it 
is now possible to publish a sum- 
mary. The subject was Govern- 
ment Collaboration in Aircraft 
Development, and the author was 
Mr. S. Scott-Hall, C.B., M.Sc., 
F.C.G.1., D.I.C., F.R.Ae.S., 
Director-General of Technical 
Development (Air), Ministry of mr, §. Scott-Hall, C.B., M.Sc., 
Supply. Mr. Scott-Hall was,  F.C.G.i., D.I.C., F.R.Ae.S. 
through illness, unable to deliver 
his lecture in person, the paper being read for him by Mr. 
Shaw, of the British Supply Mission in Washington. 

It was interesting. said the lecturer, to speculate on the probable 
course of aviation had the aeroplane had no significance from the 
national point of view. Not only might technical development have 
been very different from what had taken place but it was certain 
that it would have been incomparably slower without Governmental 
participation. In fact, so costly was the development of most 
aircraft today that it could not be done without government help. 

The development of military aircraft called for knowledge and 

ience beyond the powers of command of a private organiza- 

tion. In the United Kingdom it had for some time been felt that 
this was largely true for civil transport aircraft also, and recent 
legislation led one to believe that the United States was also begin- 
ning to come round to this way of thinking. 

The time appeared to be past when a firm could develop an 
aircraft as a private venture; except for the case of light aircraft, 
official support was now required for carrying a proposal into the 

prototype stage. As an instance of this, the 47 prototypes exhibited 
at the 1951 S.B.A.C. show included 39 developed partly or wholly 
under Ministry of Supply contract. 

Having thus established the precept that governments were the 
only authorities possessing money and resources capable of 
developing complete military—and, perhaps, civil—aircraft, the 
question of control at once arose. In Mr. Scott-Hall’s opinion, we 
had in Great Britain a government organization in collaboration 
with private enterprise which not only controlled wisely and 
without duplication of effort, but also developed along the most 
profitable lines without wasting the taxpayer’s money. It rested on 
the following principles : only one department was responsible for 
research, development, and production of all aircraft and associated 
equipment; close liaison was maintained between Service personnel 
and administrative and technical civil servants of the Department, 
and between the Department, the industry, and the “‘customer” ; 
the professional scientists and engineers of the department also had 
control, as well as execution, of undertakings, which were thereby 
stabilized by continuity of their appointments ; and the best 
possible use was made of “‘external’’ scientific advisers, 

At the present time, the Ministry of Supply had very wide 
responsibilities for the provision of weapons to the Services, the 
Admiralty alone retaining a measure of direct control of its supplies. 
The M.o.S. was the sole agency for the development and produc- 
tion of Service aircraft and also undertook development of aircraft 
for the airline corporations—although the latter could place con- 
tracts direct with industry if they so wished. The Ministry was 
also responsible for all aircraft equipment, although the M.C.A. 
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Fig. 1.—Ministry of Supply Organization. The three Deputy Secretaries 
the Administration and Finance Organization each deal with a selected 
number of distinct items. 


played a part in the specialized field of air traffic control ground 
equipment. 

Although the M.o.S. dated only from 1946, unified control of 
air research and development had existed virtually throughout the 
history of British aviation; from 1940 it was in the hands of the 
M.A.P., and before that with the Air Ministry itself. The present 
arrangement (Fig. 1) was one of close liaison with other divisions 
—guided weapons, for example—under general control of the 
Research and Development Board. 

The head of the air side of the M.o.S., the Controller of Supplies 
(Air), was an Air Marshal and member of the Air Council; only a 
man with such background could have the training and experience 
required, or could command the confidence of “‘customers.”” He 
was responsible for production and inspection, and exercised 
control over research and development through two senior civil 
servants (the Principal Director of Scientific Research and the 
Director-General of Technical Development) who jointly headed 
a number of directors who covered the whole aeronautical field, 

except for electronics (Fig 2). 

The R and D directors were responsible for the strategic direc- 
tion of work by their departments, the programmes arising either 
from “customer” requirements, or from “self-generated” research. 
The work could be undertaken by the Ministry’s experimental 
establishments, or by industry. The M.o.S. establishments of 

icular interest to aeronautics were: R.A.E., Farnborough; 

.A.E., Bedford (which eventually would take a great deal of the 

aerodynamic and structural work from R.A.E.); A.A.E.E., Bos- 
combe Down; T.R.E., Malvern; and N.G.T.E., ‘Ss. Farnborough. 

The degree to which these establishments devoted their 
energies to advising industry, rather than developing complete 
equipment themselves, depended largely upon the strength of the 
industrial field concerned. Competition between official establish- 
ments and private companies was avoided by encouraging the 
latter to take over as much R and D work as they could handle. 

The research and development work undertaken by Canada and 
Australia was a valuable contribution to the Commonwealth; in 

icular, the winterization unit at Edmonton and work of the 

-R.C. in Canada were mentioned by Mr. Scott-Hall, as were the 
facilities for guided-weapon testing which were being prepared in 
Australia. The Ministry of Supply was closely associated with 
these activities. 

History would give great credit to the early leaders of the Royal 
Air Force, who realized, long before any other military service 
anywhere in the world, that to give their Service the best equip- 
ment they would have to engage high quality civilian scientists and 
engineers. Thev also appreciated that, to do this, these men could 
not serve as advisers only, but as executives—with adequate re- 
muneration. The continvity of outlook and direction accruing 
from the permanent appointment of these men was also realized. 
Thus it was that research and development was today largely in 
the hands of civilians, although military officers were not excluded. 
Generally the “best man for the job’ dictum was followed. 

Financial control was exercised by a special branch working 
closely with the technical directors and heads of establishments. 
The arrangement ensured that all expenditure was scrutinized 
before submission to the treasury, and that all financial negotia- 
tion was undertaken by those trained to the work—leaving technical 
staff free from the task of arguing their case with those unfamiliar 
with their work. 

The tact that the head of the air side of the M.o.S. held a seat 
on the Air Council at once assured unity with the Air Ministry 
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and Royal Air Force, while additional 
contacts at all levels further linked the 
Ministry with that Service. Also within 
the M.o.S. there was a Chief Naval 
Controller, an Admiral, who was Vice- 
Controller (Air) at the Admiralty; the 
War Office, however, presented its air 
requirements through the Air Ministry. 
But executive and committee contacts 
were strong with all three Services. 
The M.C.A. had a representative 
attached to the M.o.S. and there were 
inter-departmental committees and 


many informal contacts with civil | SCIENTIFIC RESEARCH 
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DIRECTOR GENERAL OF 
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operators 
Relations with industries were as 
close and cordial as they could be; they 


were furthered by M.o.S./industrial 
committees like the Gas Turbine Colla- ee 
boration Committee. It was M.o.S. 
policy to acquaint equipment manu- 
facturers with the aircraft industry— 
with beneficial results anticipated; a 


more difficult task was the creation of 
new industrics to meet new needs, of 
which the demand for complex air- 
safety equipment was an example. 

External scientific advice was avail- 
able from the Aeronautical Research 
Council, six of whose members were, 
however, M.o.S. employees. Estab- 
lished in 1909, the A.R.C. was not an 
executive body, but could advise upon any aspect of aeronautical 
research. 

It had always been the aim of the M.o.S. to keep at least 10 per 
cent of its scientific manpower working on fundamental research ; 
one of the greatest current problems was preventing diversion of 
manpower to short-term projects. The value of long-term research 
was strikingly illustrated by the work, between 1920 and 1926, of 
A. A. Griffith on axial compressors, and by that on drag reduction 
conducted for many years by Professor Sir Melville Jones. 

The stimulating effect of research activity had promoted the 
introduction of research teams even at testing establishments. 
Research contracts were also frequently placed with the Universi- 
ties and with industry; the former largely undertook non-secret 
work—so that the results could be freely discussed—while 
prominent among industrial contracts were those for research 
aircralt. 

Modern acronautical research called for more expensive equip- 
ment than any other activity—except, perhaps, atomic energy— 
and, when money was limited, very careful judgment was needed 
before large commitments could be made. There was, for example, 
an ever-increasing risk that wind-tunnels would be obsolescent 
before they were completed. Since 1942, the country had relied 
upon the single, but excellent, Farnborough high-speed tunnel. 
Plans had been formulated at the end of the war for assisting 
firms to build a standard type of large tunnel; this had been 
dropped for financial reasons, but the S.B.A.C. had since 
announced a scheme for joint participation of a number of firms 
in a 35,000 h.p. tunnel d /a co-operative tunnel at Caltech. 
There would also be at least one large, and several small, 
supersonic tunnels at the N.A.E. at Bedford. 

ixpensive equipment was also demanded by structural testing 
and power plant development. Large test-frames were plentiful 
in the industry and great enterprise had also been shown in the 
installation of compressor plant for gas turbine development; but 
M.o.S. pioneering in both scale and technique had been shown 
by providing advanced equipment at the R.A.E, Underwater 
testing of fuselages for pressure, and later, combined pressure and 
flight loading, was an example of this pioneering in technique. 

The success of any new aircraft depended largely upon the 
soundness of its original specification, which had to strike a 
balance between the obsolescent and the impossible. It also had 
to strike a balance between defining every detail and broadly 
calling upon a firm to defend the State! Usually a design study 
submitted by aircraft designers was cxamined for weaknesses 
before a requirement was drawn up in detail, the final specification 
being the result of close collaboration between the user, the M.o.S. 
(as technical agent) and the designer. 

Suitable firms were usually invited to tender, but the whole 
industry received a copy of the specification for information. The 
merit of the designs submitted influenced the choice made by the 
Ministry, but the ability of a firm to develop, and to deliver in 
quantity, was also borne in mind. 
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Fig. 2.—The family tree of the Research and Development headquarters organization (Air) of the 


Ministry of Supply. 


In the inter-war years when design was a cheaper and more 
uncertain business than now, it was customary to place the same 
contract with a number of firms and hold a “development com- 
petition”. Not only did this facilitate the selection of a really good 
prototype, but it enabled many more design teams than would 
otherwise have been economicaily possible to be kept in employ- 
ment, so preserving a strong industry. 

Today, however, not only was a design “‘failure’’ most unlikely, 
but, indeed, all designs built to the same specification were likely 
to evolve very similar to one another. Moreover, quite apart from 
vastly increased development costs, the increased complexity of 
equipment, performance and handling trials now often called for 
a multiplicity of prototypes of the same aircraft. 

During design and prototype construction, M.o.S. help was 
available on all aspects of the undertaking; the larger firms, in 
fact, were assisted by a Resident Technical Officer. Three 
important mectings at this period were the advisory design 
conference (detail requirements), the mock-up conference (interior 
arrangement), and the final conference (at which the first com- 
pletely equipped aeroplane was examined against the specification). 

The time and effort required by prototype testing had grown 
alarmingly in recent years. In the past this work had been 
conducted at a government establishment, duplicating much of 
the flying already performed by the manufacturer, The solution 
to the increasing complexity of the operation had been found in 
the expanding technical strength of the firms themselves, who 
could now be left to do most of the flight testing unaided. 

As more and more firms became competent to do this work, so 
the load carried by government establishments was relieved. This 
was especially true of military types, but the M.o.S, had made a 
vaheeble contribution to the development of civil transports by 
testing all the civil prototypes which it had ordered and by 
developing civil test-techniques. Civil aircraft were, of course, 
responsible (from the C. of A. viewpoint) to the A.R.B., a body 
answerable only to the M.C.A. 

Prototypes were paid for out of the M.o.S. allocation for 
research and development, production aircraft being charged 
against the department concerned. Civil prototypes for the M.o.S. 
were gradually written off against amortization over a given 
number of the production aircraft. Design rights rested with the 
constructor, although the Ministry reserved free use of the design. 
The advantage of this arrangement was that, without hampering 
Governmental use of a design, the manufacturer could, security 
permitting, sell the type to a foreign power. But if he did so, 
the M.o.S. could demand payment of a royalty to help cover 
development costs. 

Because the ability of a firm to attract development work was 
largely influenced by its reputation; because of the limited work 
offered in peacetime; and because of the length of the develop- 
ment production cycle in modern aircraft, there was a tendency 
for work to be concentrated in those firms whose prestige stood 
highest. This unhealthy state was accentuated by the increasing 
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complexity of aircraft, which es in fewer new types being 
ordered. It was most difficult to spread the load reasonably and 
for some years the M.o.S. had collaborated with the industry in 
planning aircraft development systematically; the methods 
—— had been described elsewhere. 

t was generally recognized that, whilst a government could not 
avoid general control over development, it should on no account 
attempt any control over the details of the design itself. This was 
the sole prerogative of the manufacturer, and the competence of 

staff was checked by a Design Approval Scheme. 
Before the first flight of the type, the chief designer would be 
required to sign a statement to the effect that the specification had 
been met, this responsibility also extending to proprietary equip- 
ment contained in the aircraft—but not to government-furnished 
equipment. 

Engine development was characterized by the absence of stated 
operational requirements, which led to freedom for design. The 
engine manufacturers worked closely with the aircraft firms to 
gauge future demands, in which work they were assisted by M.o.S. 
specifications which outlined likely future requirements. British 
engine development costs had always been met by separate con- 
tracts, unlike the traditional U.S. method of financing development 
privately out of production. The British method had much to 
commend it, bearing in mind the great cost of gas turbine develop- 
ment; in fact, it was being extended to provide distinct contracts 
for engine-running only. 

The policy of encouraging industry to undertake development 
work had nowhere been more difficult to implement than in the 
field of aircraft equipment and the increasing introduction of 
electronics had aggravated the position. There was a natural 
disinclination on the part of firms to undertake defence projects 
where the scientific effort required was rewarded poorly in com- 
parison with the domestic market. Moreover there had 
a dearth of research engineers of the calibre and specialized 
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knowledge required to make a success of work on air equipment. 

Early radar development had been confined to one government 
establishment to mect the urgent demands of war; now that so 
much instrumental equipment was required, the difficulties of 
finding the necessary capacity were very great. The problem was 
being tackled by encouraging education authorities to improve 
their courses of training in the techniques required; by ensuring 
that contracts offered the greatest incentive from the production 
viewpoint; and by ruthlessly eliminating duplication of effort. 

Aeronautical development was not amenable to casy planning ; 
the vagaries of weather and unserviceability interfered, and a plan 
extending over months could be shattered by one flash of inspira- 
tion. The three Services had jointly evolved a system of priorities 
on a uniform basis; estimation of the effort and time required for 
a project was being made with increasing accuracy, enabling the 
order-book to be balanced against available resources. 

The air side of the M.o.S. also had to assist in standardizing 
components and parts on a progressiviey larger scale; it had ex- 
tended to the Tripartite Air Standardization Scheme (R.A.F. 
R.C.A.F., and U.S.A.F.), and had now spread to include the whole 
of NATO. The department collaborated with the services and 
civil operators in running the Modification organization, and the 
dissemination of secret information to authorized persons was 
another activity in which the M.o.S. kept in close touch with other 
countries. 

Mr. Scott-Hall’s paper closed with the following conclusions : 
“The part played by the British Ministry of Supply in the develop- 
ment of aircraft may appear paradoxical in the sense that it strives 
for centralized government control and then does its best to delegate 
its work to private enterprise. Nevertheless, the system is one 
which has stood the supreme test of war and emerged with credit. 
There are certain essentials for it to be successful. First, it must 
be flexible. Secondly, it must have the complete confidence of 
industry and ‘customer’ alike. It must be democratic.” 


THE SIDDELEY TROPHY RACE 


T= Siddeley Challenge T y Race will be flown from 
Coventry Civic on Saturday, August 
23rd, 19§2, and is being organized by the Coventry Corporation 
in conjunction with the R.Ae.C. and Coventry Aeroplane Club. 
It will be the last of the 1952 National Air Races to be flown, and 
the results will count towards the Jubilee Trophy. 

Regulations and entry forms may be obtained from the Organiz- 
ing Secretary, Siddeley Challenge Trophy Race, 1952, Council 
House, Coventry, to whom entries must be submitted by not 
later than August 8th, 1952. 

The race will be the main item in the programme for the Coven- 
try Air Day. An attractive flying programme is being arranged, 
which will include displays by the famous Patrouille D’Etampes 
aerobatic team and by aircraft of the Royal Navy and of the Royal 
Air Force. The official opening will be performed at 2.30 p.m. by 
Sir Miles Thomas, chairman of B.O.A.C. 


CIERVA MEMORIAL PRIZE WINNER 


T= Cierva Memorial Prize for 1951-52 has been awarded by 
the Council of the Helicopter Association to Mr. L. H. Hay- 
ward, patents and commercial engineer of the Fairey Aviation Co., 
Ltd. This is the second time since the prize was initiated in 1 
that a Fairey technician has been the winner—in 1947-48 D. 
Garraway, of the same company, became the first to achieve this 
technical honour. 

The prize commemorates the work of Juan de la Cierva, who 
was killed in 1936. It is open to international entry to anyone 
under the age of 35. 

The substance of the winning entry is implicit in its title: 
A Review of Helicopter Patents. A digest appeared in Flight of Jan- 
uary 18th and 2th last. 

Mr. Hayward served as an apprentice with the Bristol Aeroplane 
Co., Ltd., and later on the staff of D. Napier and Son, Ltd. He 
rejoined the Bristol Company and went to Fairey Aviction in 190. 


BULKY YET SHAPELY: AMERICA’S BIG INVESTMENT 


Now back at Boeing Field, Seattle, after a successful preliminary flight-test period, the YB-S2 is seen to be as slim as its six-jet forerunner, the 
B-47. The U.S. Air Production Board has just recommended large-scale production of the YB-52; B-47 production will continue at a high rate. 
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Our American 
Correspondent 
Reports... 


N a recent issue of an American aviation magazine an 
airport operator took a full-page advertisement, complete 
with photograph, to announce that he held a sales agency 

for de Havilland Doves and was equipped to service them. 
This was a sharp reminder of how much things have changed 
since 1948; then, a forecast that such advertisements would 
appear four years later would have been derided. Yet today 
nobody thinks it remarkable that an American operator should 
sell, service, or advertise British aircraft. 

The Americans may be unhappy that there is no adequate 
home competitor to the Dove, but their envy is a pretty 
generous one. The sight of such a machine on an airport no 
longer draws the crowd it did when the British Embassy Dove 
first few around the States in 1950 with its crew spreading 
the gospel of British achievement. 

This acceptance is largely due to the fact that during the 
last two or three years our lead in gas turbines and jet trans- 
ports, the consistent excellence of the S.B.A.C. Show with its 
message of technical progress, and the more knowledgeable 
articles in the American Press, have all brought about a better 
understanding and wider acclaim of British products. 

Moreover, there seems to be no reason why this very desir- 
able improvement in understanding should not continuc. 
Certainly it looks as though there is room for it to do so in the 
field of feederline and executive transports. One sometimes 
wonders whether British manufacturers and trade promoters 
appreciate the possible market that exists for such types in 
the United States. Although the Prince and the Marathon 
(and even perhaps the current version of the Heron) are not 
really “modern”? machines, they are still without competitors 
here, and presumably there are developments of these types, 
suitable, possibly for turboprop power, which could continue 
the good work when existing versions have become obsolete. 

N the era Before The Dove, when that excellent aircraft the 

Beechcraft D.18S had it allits own way,almost any Britisher 
one talked to (other than the few who were really in touch 
with the American market) was inclined to scoff at the idea of 
ever selling British machines in the States, Even today, in 
talks with visitors from Britain, one gets the impression that 
some of this conservatism remains, and there is a tendancy to 
cite current difficulties as excuses for not tackling the job. 
Admittedly, the calls of rearmament are paramount, and the 
expense of sales and spares and overhaul organization so far 
from home is considerable, Alsv, it’s obviously more attrac- 
tive (and satisfactory to stockholders), for manufacturers to 
be able to rely on military orders. 

But these considerations are of a passing nature, and with 
the chance of a market here in America it would be unfor- 
givable if Britain lost it for lack of trying. One has only to 
talk to our Attachés and others who are flying a Dove and a 
Prince around America to realize the interest that is taken in 
those types. Indeed, the former are so sought after that the 
second-hand value of a Dove today is remarkably high; one 
of the larger engine manufacturers here (who were forced to 
sell their Dove because it proved too small) got more than 
their money back on it. 

Maybe one is maligning the British industry with these 
remarks, but, viewed from the open spaces of the Mid-West, 
where Americans are openly expressing interest in our types, 
that’s how it looks. And certainly only one of our manufac- 
turers has so far gone into such an operation, found it success- 
ful, and captured part of this worthwhile source of dollar 
revenue. 

ROBABLY the easiest market to break into here would be 

that which supplies the executive—or V.I.P.—aircraft. 
The excess-profit tax laws make it an advantage to own a 
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company aircraft. Also, their are plenty of airports, and radio 
aids, and these, combined with the vast distances, give real 
utility. The prestige associated with arriving in his own 
machine makes it a popular idea with any manufacturer who 
has a continent-wide business. And there are plenty of such 
manufacturers. American Aviation, in their issue of June 
23rd, published an interview with a Mr. Cole H. Morrow, 
chairman of the board of the Corporation Aircraft Owners 
Association, an organizetion created solely to look after the 
interests of executive-aircraft operators. Some interesting 
facts emerged. There are some 1,700 executive-owned twin- 
engined aircraft in the United States. These range from 
Convairs, through DC-3s, Lodestars, Doves, to Beechcraft, 
with a fair proportion of suitably modified B-25s, B-26s and 
B-17s, to say nothing of some hundreds of single-engined 
Navions and Bonanzas. A few firms have big fleets, and even 
contract to outside companies for their maintenance. 

The annual expenditure on this type of operation is in the 
neighbourhood of 30 to §0 million dollars, and the capital 
investment as high as 175 million. Of this latter, the de 
Havilland Dove must by now have captured a modest four 
million or so in sales of aircraft and spares. Moreover, it is 
the general opinion that this market will expand, as it is felt 
that it is under-developed for the amount of potential busi- 
ness available. Whether it grows or not, however, there is no 
question that the present types must soon be replaced with 
modern and economical aircraft. So far no American aircraft 
manufacturer appears to be in the position where he can 
fulfil such a demand. Maybe we can; at least we should try. 

iw is this correspondent’s feeling that two types of aircraft 

would be needed for this market—one a small, fast, 
economical and comfortable V.I.P. six-seater, the other a 
larger machine of maybe 28,000 Ib. or so. This latter falls 
also into the feederline category, the requirements of which 
are not necessarily the same as for a truly executive type. 
But for V.I.P. work it would be better to have a really “good” 
aeroplane, which could be developed, rather than one 
designed to maximum airline requirements (a limitation 
which often removes much of any subsequent “‘stretch’’), In 
each case consideration should be given to possible use as a 
cargo carrier, a requirement which the Percival Prince fulfils 
admirably because of its large and low door-position. 

Both types must be designed to take the maximum of 
navigational and radio equipment, for the executive pilot is 
called upon to do a lot of bad-weather flying. Overall 
economy in operation is, of course, necessary, but a high 
utilization may not always be achieved—perhaps 600-1,000 
hours per year. Good take-off, landing and instrument and 
handling characteristics are needed, for not only do execu- 
tive pilots have to fly in some pretty dirty weather, but into 
airports that are unfamiliar to them, some of which are small 
and poorly equipped (not every airport here is an Atlanta or 
a Washington). 

For this same reason the engines fitted should be able to 
use the lower grades of aviation fuel, and not be limited to 
100-octane or over. Servicing will most often be done by 
the pilot himself, or hired labour if away from base, so the 
engines and controls, etc., must be readily available without 
the use of special equipment, or steps, or ladders. Every- 
thing must be simple and get-at-able (the Dove is ideal in 
this respect). Many of the distances to be covered will be 
great, so that a high speed, a good range (say, 1,200 miles 
with reserves) and adequate pilot-comfort are all essential. 
Any aircraft which can offer these advantages will be a strong 
contender for the dollars which Mr. Morrow suggests are 
available. 

PoL TICS, with as big a capital P as the Editor will 

allow, is the motivation for much which is being said and 
done here today. It will continue so until after November. If 
the American election picture seems rather obscure, or long 
drawn out, or sometimes rough and unattractive, it is never- 
theless a period when the country’s political liver gets a good 
healthy shaking up. Almost anything is grist to the political 
mill, and if innocent people on the sidelines sometimes get 
hit by flying verbiage, so do the participants. 
The Congressional aviation picture itself has already under- 
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OUR AMERICAN 
REPORTS... 


CORRESPONDENT 


gone a slight change as a result of the defeat of Senator 
Brewster of Maine in that State’s primary elections. Senator 
Brewster, who has had a front seat on the aviation band- 
wagon for some time now, was chairman of the Congres- 
sional Aviation Policy Board, and an active member of the 
Senate Interstate and Foreign Commerce Committee (before 
which body any new aviation Bill is examined and reported 
upon prior to its submission to Congress). He was also said 
to be the champion of Pan American’s “chosen instrument 
and All-American flag-line”’ policy, besides being an inveterate 
twister of the British lion’s tail. 

But his flights into aviation have not always been success- 
ful. Some readers may remember one of his more abortive 
forays, when he tangled with Howard Hughes during a Con- 
gressional investigation into the latter’s U.S.A.F. contracts. 
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At that time Mr. Hughes held (and still does hold) big inter- 
ests in Trans World Airlines, and it was reported that there 
was a suggestion that if Mr. Hughes would amalgamate his 
airline interests with P.A.A. (thereby smoothing the way for 
a chosen instrument) the investigation might be—er—less 
intensive. Apparently this idea didn’t appeal to Howard 
Hughes, whom the American magazine Reporter once 
described as ‘‘a man who gives the impression that he quit 
believing in human nature at the age of five when he found 
out the thing: people would do for a small part of his mil- 
lions.” In fact, he resisted the suggestions with such effec- 
tiveness that he thoroughly discomforted the Senator from 
Maine, who decided he had pressing business elsewhere, 
adjourned the investigation and, as far as one knows, never 
re-opened it. So today T.W.A. competes on even terms 
with Pan American, and Mr. Brewster will, come the 83rd 
Congress, no longer be the Senator from Maine (although 
he might conceivably appear in some government rdle 
should the Republican Party be returned to power.) 


LOCATING RIVET HOLES 


OM. Silentbloc, Ltd., Victoria Gardens, Lonion, W.11, 
manufacturers of flexible bearings, anti-vibration mountings, 
flexible couplings and other resilient components, comes an 
announcement that they have acquired the sole manufacturing 
and distributing rights of the Interlock Locating Pin in the United 
dom and British Commonwealth. 


How the pin is inserted and locked. 


The pin is employed in the aircraft industry principally as a 
clamp for skin-riveting work; the method of operation is apparent 
in the accompanying drawings. It can be inserted or withdrawn 
with one hand, and additional clamping pressure is available by 
— the knurled ring. Pins can be supplied for rivet holes 

3/32in, jin and $/32in diameter. 


CERAMIC-COATING ‘HOT’? PARTS 


TH Solar Aircraft Company of San Diego, California, the 
well-known fabricators of “hot’’ components for gas-turbine 
and other applications, have prepared a brochure describing and 
illustrating their “Solaramic” coating process for the protection of 
such components in service. 

Primary advantages claimed for these ceramic coatings are (1) 
that, by preventing burning, they lengthen the service life of parts 
operating at normal temperature ranges; (2) that, alternatively, 
they allow parts to operate at their existing standard life but at 
higher temperatures; (3) that they permit the substitution of 
lower-grade alloys, less rich in “strategic’’ elements. 

The process involves three basic operations: manufacture of 
the coating material; preparation of the surfaces to be treated; 
and coating and firing. Manufacture starts with the weighing 
and mixing of the raw material, which consists of metal oxides and 
fluxing agents. The blended mix is placed in a rotary furnace and 
smelted at temperatures ranging between 2,200 and 2,700 deg F. 
During this period the components of the mixture fuse into a 
homogeneous molten liquid. 

This melt is then chilled in cold water, the quenching producing 
a material called “‘frit’’ and having an appearance resembling that 
of crushed glass. The rapid cooling produces internal strains in 
the material and facilitates its reduction to a fine powder in sub- 
sequent milling operations. 

The frit is placed in a drying chamber where all excess water is 
removed by evaporation. It is then ready for grinding in a ball 
mill, where the particles are crushed. Water, clay and other bind- 
ing agents are also added. 

After the aggregate has been reduced in particle size to the 
requisite fineness and uniformity, it is a rather viscous liquid 
called “slip”. It may be thickened or thinned as desired for the 
actual coating operation. 

In this next operation painstaking cleanliness is a major factor. 
All traces of welding flux, pickling films, and heat-treat scale must 


be removed from the metal surfaces; grease, oil, and even finger- 
prints are detrimental to successful coatings. 

Following degreasing operations a part may alternatively be 
sandblasted or acid-etched to produce a roughenvd surface which 
improves the bond strength. 

Either spraying or dipping, according to the design of the parts, 
may be used for the coating process, and in most cases a single 
coating is sufficient. 

The treated part is placed in a drying cabinet until the coating 
is dry, typically at 250 deg F for 30 min. Since the unfired coating, 
called by the potter’s term a “bisque,” may be damaged by rub- 
bing action before firing, careful handling at this stage is essential. 

When dry, the components are racked and placed in a furnace, 
where they are subjected to a firing temperature between 1,500 
and 2,000 deg F for a predetermined period of from 19 to 30 min, 
depending on the size and nature of the parts. Upon removal they 
are allowed to cool, and the finished coating is then ready for 
inspection. 

“Solaramic” coatings are now commercially available from 
Ferro Corporation, 4150 East 56th Street, Cleveland 5, Ohio, who 
have been licensed by Solar to manufacture and sell the coating 
materials or frits. 


ELECTRICAL STANDARDS 


HE third booklet, Electricity, in the series Units and Standards 

of Measurement Employed at the National Physical Laboratory, 
has recently been published by H.M. Stationery Office* for the 

artment of Scientific and Industrial Research. 

mong the subjects dealt with are current, voltage, resistance, 

ef, energy, inductance, capacitance and frequency. 

istorical account is included, and also a section on radio frequency 

standards. The booklet defines the units employed at the N.P.L. 
for the measurement of electrical quantities, and the standards by 
means of which these units are-determined and preserved. 


* But obtainable only from the National Physical Laboratory, Teddington, 
Middlesex, price od. (by post, 10}d.). 


FORTHCOMING EVENTS 

Aug. 2. “Daily Express’’ Challenge Trophy Race. 

Aug. 2-3. Aur Display, Ypenburg 

Aug. 3-4. S.M.A.E.: National Model Aircraft Rally, R.N. Air Station, 
Gosport 

Aug. 13-17. Nordic A/2 Models Contest, Austria. 

Aug. 15. ater de Charente Maritime: Laleu and La Rochelle Air 

jeeting 

Aug. 15. Ailes Montloconnaises: Rally. 

Aug. 16. Aéro-Club de Vendée: Sables d'Olonne Rally. 

Aug. 23. Coventry Aeroplane Club: Air Day and Siddeley Challenge 
Trophy Race 

Aug. 23-24. Aéro-Club de Trente: Dolomites Circuit. 

Aug. 30 wae Aero Club: Display 


Aug. 71. C.: Summer Convention. 
Aug. 31. S.M_AE.: British Model Ch hips, College of A 
Cranfield 
7. Scandinavian Air Rally. 
Sept. 1-7. $.B.A.C.: Flying Display and Exhibition, Farn ; 
7 shire Evening News"’ Model Flying Festival, ‘burn-in- 
imet 


Sept. 15. ey of Britain Day. 
Sept. 15. |A.T.A.: Eighth Meeting, Germany. 
7. Golf: RN. and v. RAF. and W.R_AF., Camberley. 
Sept. 20. R.A.F. Ac Home Day 
Sept. 21. S.M_A.E.: Models Contests, Butlin's Holiday Camps 
Sept. 28. Aéro-Club de France: Coupe Stemm Helicopter Competition. 
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CORRESPONDENCE 


The Editor of “Flight” does not hold himself responsible for the views expressed by correspondents in these vg 


the names and addresses of the writers, not necessarily 


Canada’s Industry and British Designers 

HAVE read with great interest ““Technician’s” excellent letter 

(July trth) in which he disputes Mr. W. E. Petter’s implication 
that British technicians are lacking in dutv to the British aircraft 
industry because they emigrate to Canada and U.S.A., where 
they get paid what thev deserve 

One of the most refreshing aspects of Canadian and American 
aviation is that a man, of whatever social standing and larecly 
tegardicss of age, can command both position and salary which 
his metits deserve. Where a man may take 2< vears in Eneland 
to reach the status and pay his contribution deserves, he may take 
five years or so in the New World 

As Canada’s great future unfolds, so the Old Country wil! lose 
her sons to a land where standards are hieher and fresh air blows 
through industry. We are a Commonwealth in which we are free 
to circulate (though we must leave our Sterline behind). It is not 
reasonable to speak of the great Brotherhood of the Commonwealth 
in one warm breath and then coldly blame an Enelishman who 
prefers the company of a brother in Canada to remaining tied 
to the mother country. 

Britain became great because her people set out for other 
shores and a better, freer life. Those emigrants lareelv remained 
affectionately loyal to the mother countrv. But if the mother 
country treated her emigrants as sons lacking in duty then our 
Commonwealth would not be what it is todav. 

Are ‘we to assume that Mr. Petter considers Rolls-Rovce, 
de Havilland, Avro. and others are lacking in dutw by establishing 
subsidiaries in Canada? May not the technician emulate the 
employer? On the contrary, if sufficient technicians emigrated to 
Canada the British aircraft industry would follow. 

I forecast that the S.B.A.C. Show, 1960, will be held at Toronto 
Airport ! 

I have travelled about the world much durine the last ten vears 
and seen U.S.A. and Canada in relation to other lands. Many 
Englishmen are ignorant of what awaits them in the New World. 
If the Commonwealth is to survive, 10,000,000 Englishmen should 
emigrate during the next ten years to Australia. New Zealand, 
and to Canada (yes, and to the United States). It is our duty to 
the Commonwealth to do so, 

Godalming, Surrey. Rorert BICKNFLL. 

(No doubt the following further letter from Mr. Petter will 
help to put this matter into perspective.—Eb.]} 

I AM afraid that your correspondent “Technician” in his letter 

published in your issue dated July 11th, has entirely missed the 
point of my previous letter, which was not that the acceptance of 
a more highly psid post in Canada was selfishness on the part of 
the individual, but a plea that the voung aircraft engineer, in 
considering his future career, should give dve and profound 
thought to the sense of achievement and satisfaction which he 
derives from his work in addition to immediate emoluments. 


for publication, must in all cases accompany letters. 


Mistakes can so easily be made in this matter through inexperience, 
with consequent disillusionment at a later date. 

In the liberal professions instanced by your correspondent, there 
are, of course, very wide variations in the level of earnings due to 
the individual’s skill] and standing in the community. In aircraft 
technology, where there are many more grades or classifications, 
there are bound to be similar and even greater variations. 

The more enlightened aircraft firms in this country certainly 
appreciate the importance of a balanced scale of salaries covering 
the whole of the variations in degree of responsibility, experience, 
etc., whether it be on design, technical, research work or on the 
productive and administrative sides. The relatively high average 
earnings of the aircraft production worker ensure that this must 
be so and. indeed, the maintenance of such properly graduated 
scales is one of the most important functions of management. 

In the aircraft-design field the normal play of economic forces 
should rapidly correct the lot of anv underpaid technicians in this 
country. and the converse is equally true: that a considerable influx 
of technicians into Canada, etc., will eventually create a surplus 
and result in a lower scale of remuneration. 

Under present world conditions actual emoluments in aviation 
at all levels in both Canada and the U.S.A. are considerably higher 
than in this countrv: even so, it is gratifying to find that some of 
the aircraft technicians who emigrated to Canada have now 
returned to this country to take up more interesting work, even 
at some material loss to themselves. 


. E. W. Perrer, 
Hamble, Hants. Managing Director, Folland Aircraft, Ltd. 


Dark Contrail? 
N unusual skv trail was seen over Cambridge on the morning 
of Tuly rsth, between 9.1§ and 9.30 a.m. The phenomena 
passed over the north side of the city in a line from north-east 
to south-west, at an estimated height of between three and four 
thousand feet. 

The trail. which was extremely dark at its base, had a vee- 
shaned apnearance when seen in section and was several hundreds 
of feet in leneth, There was a certain amount of medium cloud 
above it and, behind, the skv was extremely clear. 

One observer to whom the writer spoke described it as having 
a “butterflv-tail” form and said that along the base there was a 
thick. black roll cloud, resembling the more familiar line-squall 
formation. There was. however, no line-squall activity in the 
area during the morning in question. Cu-nim clouds were, 
however. in evidence. 

Manv neople have noticed that Sabres and Shooting Stars leave 
black trails. particularly when flying at the lower altitudes. Is it 
possible that one such machine flew out of the medium cloud 
during aerobatics, left the trail and then flew away again before 
being seen? 

Cambridge. G. N.N. 


“THE SOUND BARRIER” 


URING this week, cinema-goers to the Plaza, London, have 

seen the first run of a really great film—probablv the greatest 
flying film ever made. We voice this oninion, moreover, after 
having seen most of, if not all, the princinal aviation pictures of 
the last 25 vears. Written by Terence Rattigan, produced and 
directed by David Lean, with Sir Ralph Richardson, Ann Todd, 
Nigel Patrick, John Tustin and Dinah Sheridan leading a cast 
with not a false or ill-plaved character in it, The Sound Barrier* 
is an outstanding and at times bitterly moving film. 

Briefly, it tells of the problem which faced and to some extent 
still faces the aircraft designer and the pilot in defeating the effects 
of flight at sonic sneed. Inevitably, the test vilot’s wife fears for 
her husband; equally inevitablv—filmically—the test pilot is killed. 
But this is not cheap emotioniism. Test pilots do get killed, some 
of them, and in this film the whole thing is treated with a simplicity 
and sincerity which matches the greatness of the work. Sir Ralph 
Richardson gives a memorable performance as the aircraft manu- 
facturer, and Joseph Tomelty (whom we have never seen before) 
is not overshadowed by this in his plaving of the chief designer. 


*Presented by London Films, and distributed by British Lion Film 
Corporanon. 


: A MAGNIFICENT FILM 


Ann Todd does a better job than we have ever seen her do before, 
and Nigel Patrick and John Tustin, as the pilots, give an authen- 
ticitv to parts which, so easily, could have been spoiled by less 
skilful handling. To the director the credit of welding story and 
players into something not easily to be forgotten. The “other 
stars’’ of the picture are the aircraft—Vampire, Attacker and Swift 
—and, of course, the firms’ test pilots who do the actual flying. 
If models were used for any of the “air” shots then we failed to 
notice it—and that itself is a measure of the film’s quality. 

There are. of course, points at which the aviation pedant will 
cavil; liberties have. for example, been taken with time so that 
events are shown coincidentallv which, in fact, were months apart. 
But this is a small price to pav for a picture which in theme, feeling 
and fidelity to the nature of things is so absolutely, so compellingly 
right. Never before have we seen the sheer beauty of flight so 
clearly portrayed; it is, after all, largely a matter of feeling— 
fundamentally it is an emotional experience—vet in a few brief 
scenes, by the most masterly air-to-air photography, that indefin- 
able nuance of the illimitable is made real, and the earth-bound 
man and woman in their cinema seats may glimpse for a fleeting 
moment a little of that wondrous, joyful loneliness of those who 
are privileged to move in the emptiness of the upper air. 
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With 24 volts 

inches on the 

less than 7 rp ond the 
exceed 6 emps 


: The advice and experience of our liaison engineers are always at your 
disposal. Our enquiry form will make it easy for you to state your exact 


requirements, and we shall be pleased to forward one on application. 


Ee Complete Electrical Systems and Equipment for Aircraft 
ROTAX LIMITED, WILLESDEN JUNCTION, LONOON, N.W.10, ENGLAND 


LUCAS-ROTAX LIMITED, TORONTO 3 ONTARIO, CANADA 
LUCAS-ROTAX AUSTRALIA PTY.,LTO.,8! BOUVERIE STREET, MELBOURNE, N.3 
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or 20 years we and the aircraft industry 
have been putting our heads together. We 
recognize that intimate co-operation is 
essential if the exacting requirements of a 
continuously developing industry are to 


be met. 


Northern Aluminium cowasy 


MAKERS OF NORAL SHEET, STRIP, PLATE, SECTIONS, TUBING, WIRE, FORGINGS, CASTINGS, ALPASTE FOR PAINT 


SALES DEVELOPMENT DIVISION BANBURY, OXON SALES OFFICES. LONDON, BIRMINGHAM, MANCHESTER, BRISTOL, NEWCASTLE-ON-TYNE, LEEOS 
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COMETS FOR JAPAN— 


A toRYo report that Japan Air Lines have ordered two 
Series 11 Comets was confirmed last week-end by de Havil- 
lands, who add that Japanese orders have also been placed for 
three Herons and four Doves. Together, the contracts represent 
some {£1} million in the U.K. export drive. 

J.A.L., who have led the Japanese civil-aviation revival, at 
present link the main islands by services operated with Martin 
2-0-2s and DC-4s. The Avon-Comets are intended for the first 
external services, which the company h to extend westward to 
India and eastward across the Pacific, “Phe same operators have 
ordered the Herons for new feederline routes to supplement the 
existing inter-island services. 

Three of the four Doves are understood to be for a new concern 
which is to organize loca! services radiating from the industrial 

pub of Nagoya, while the fourth is to be — for hei and 

licity work by a powerful J paper. The de 

Haviland agency in Japan is held by Csiat al and Co., Ltd., of 


only three ago—is said already to have a sterling 
ce, accumulated with the aid of her export revi 

Another recent report from the Japanese — says that 
Osaka Chosen Kaisha shipping line is forming a subsidiary named 
Japan International World Airways, to open a passenger- 
service to the U.S.A. and South America on October rst. Initially, 
American crews and aircraft are likely to be employed, and 
Eastern Airways are said to have tentatively earmarked four 
DC-4s for the service; this company has an option to buy a 25 per 
cent interest in J.I. W.A d schedules are given as two 
weekly return flights between okyo and San Francisco, and one 
return flight between San Francisco and Sao Paulo, Brazil. 


—AND TO CEYLON 
P“ _ANS to introduce the Series I Comet into regular service 
between London and Colombo, Ceylon, were announced by 
B.O.A.C. last week. From August 11th, the service will ate 
once weekly in each direction through Rome, Beirut, rain, 
Karachi and Bombay. Actual flying time for the 5,940-mile 
journey will be 16 hr 35 min, compared with 29 hr re min for 
the existing Argonaut service via Frankfurt, Rome, , Bahrain 
and Karachi. Total journey-time for the Comet will be 21 hr 

35 min (the Argonauts take oh hr 45 min). 

The Ceylon service fol successful experience with 
B.O.A.C.’s thrice-weekly services by Comets in both directions 
London and Johannesburg. The Corporation also plans 
to inaugurate regular Comet services to Singapore in the autumn 

and to Tokyo early in 1953. 


C.A.T. WINS APPEAL 


p Ast Monday, the Judicial Committee of the Privy Council 
allowed the appeal of Civil Air Tran<port Inc., of Gdeone, 
against the dismissal in the Hongkong Supreme Court of their 
claim that 40 civil aircraft, valued at over {1 million and grounded 
at Kai Tak airfield, Hongkong, were their property. 

Lord Oaksey ruled that judgment om be entered that the 

40 aircraft were the property of the appellants. There would be 
a order as to costs. He said that their lordships would give their 
reasons at a later date. 

The case hinged on whether the recognition at midnight on 
January sth-6th, 1950, of the Central People’s Government as 
the de jure Government of China could affect a contract of 
Dec. 12th, 1949, for the sale of aircraft by the Nationalist Govern- 
ment to an American partnership, predecessors-in-title of the 


ants. 

machines, which were ed by the Chinese Central 
Air Transport tion, were nto Hongkong in the summer 
of 1949 on the of the Nationalist Government, then recog 


nised by the British Government. After they had been sold to omy A 
American concern, Britain ised the Communists, and the 
Supreme Court of Hongkong held that the aircraft were now 
their property. 


SOUTH BANK ROTOR STATION? 
‘O weeks of tests began last Monday, July 28th, when a 
Sikorsky S.51 of the B.E.A. 


the South Bank site at Waterloo. is to ascertain the 


protograph 


SIKORSKY AT WATERLOO: W'C. R. A. C. Brie, who has piloted rotatin 
wing aircraft for more than 20 years and is now in charge of the B.O.A. e 
Helicopter Unit, flew as an observer to the South Bank Site (see below). 
The pilots for the tests ore Capts. J. G, Theilmann and J. A. Cameron. 


suitability A m site to become a main rotor station for Central 
London. 1 approached along the Thames after flying 
from einen via Common and Hurlingham. On Wednes- 
day the Unit's Bristol 171 was due to follow suit, and both 
machines will, during the fortnight, fly over the Houses of Parlia- 
ment at a height of sooft so that noise measurements can be 

in the chambers of both Houses. 

This series of test flights marks the latest stage in the prepara- 
tions for regular helicopter services which began in 1947 and will, 
it is hoped, culminate in regular passenger Services with 12-seat 

twin-engined helicopters in about two years’ time. 


INTEREST IN THE BRITANNIA 


ECENT criticisms of B.O.A.C.’s policy in ordering Bristol 175 
Britannia turboprop-powered transports are not supported by 
re-equipment trends in America, where backlogs for “stretched” 
versions of the DC-6 and Constellation are growing almost daily. 
Present indications are that the Britannia wil! be superior on all 
counts to its rejuvenated American competitors. B.O.A.C. are 
confident that it will prove one of the most economical transport 
aircraft ever built, and some of the larger independent British 
Operators make no secret of their high opinion of the Britannia 
as a vehicle for long-haul trooping, tourist and freight services. 
PanAm president Juan Trippe was reported to have been very im- 
ewe when he saw the 175 prototype at Filton recently, and pub- 
ished performance-estimates for the aircraft will not have passed 
unnoticed by other American airline executives. One potential 
customer might be Bob Prescott, president of the non-scheduled 
Flying Tiger freight company, who (according to Aviation Week) 
“looks for airfreight really to come into its own when efficiently 
ting turboprop planes are available. He wants one in the 
vicinity of 150,000 Ib gross with a 50,000 Ib wage and enough 
range for transatlantic non-stop with that load. 


AER LINGUS PROSPERS 


AFR LINGUS reports a record profit of £92,180 in the financial 
year ended March 31st, 19§2 (last year the profit was 
£14,646). Gross revenue rose by £317,618 to £1,619,670; but 
Operating expenses also increased by £243,946. Revenue derived 
from passenger traffic formed the bulk of the company’s earnings. 
Over 269,000 passengers paid {1,342,851 in fares—an increase of 

208,080 over the 1950-51 figure average passenger load 
actor was 74 per cent. 

Earnings traffic (nearly 4,000 tons—an increase of 
33 per cent.) were 131,335. Aer Lingus carried 1,410 tons of 
mail (six times last year’s total) which added £77,133 to the com- 
pany’s income. A 96 per cent. degree of ity was maintained 
on the mail service. 

In view of the expected continued increase in the Aer Lingus 
cargo and passenger traffic, the company placed in 1951 orders 
totalling £1,558,000 for the purchase of eight new aircraft—four 

Vickers-Armstrongs Viscounts and four Bristol Wayfarers. 

Aer Rianta, which administers Dublin Airport, also had its 
most successful year, making an ai -management profit of 
£19,595, as against £3,884 last year. Although aircraft movements 
showed a slight decrease over last year’s total, the number of pas- 
sengers passing through the airport increased from 235,905 in 
1950-51 to 279,618 this year. 
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CIVIL AVIATION... 


THE NEW A.T.A.C. 


N reply to a question by A. Cdre. A. Harvey (Con., Maccles- American Civil Aeronautics Board. To confer such powers, how- 
field) in the House of Commons on July 24th, Mr. A. Lennox- ever, would have involved a change in legislation—which the 
Royd, the Minister of Civil Aviation, announced that the recon- Government were not prepared to attempt, for the present at 
stituted Air Transport Advisory Council would consist of Lord least. The uncompromising attitude of the Opposition towards 
Terrington (chairman), Viscount Runciman, Sir John Ure the new policy seems to have uaded the Minister to “play- 
Primrose, Mr. Gerard D’Erlanger and Mr. J. J. Taylor. dwn” the idea of forming a British C.A.B.-equivalent; indeed, 
A. Cdre. Harvey coxgratulated the Minister of Civil Aviation more recently he has tended to stress the fact that A.T.A.C. is 
on obtaining the services of such highly-qualified gentlemen for still an advisory body, and that the final right to authorize new 
this very important task, but his feelings were evidently not shared scheduled services by private companies will remain in Govern- 


by Mr. Frank Beswick (Lab., Uxbridge) who asked the Minister ment hands. 
if he did not really think the usefulness of the Council had come There follow notes on the careers of the members of the 
to an end, and that it would be better if he [the Minister] took full Council :— 


Lorp Terrincton, K.B.E., is aged 64, was educated at Winchester 
and New College, Oxford, and was called to the Bar in 1911. He was a 
Principal Assistant Secretary of the Ministry of Labour and National 
Service from 1941 to 1944, and has been a member of the National 
Arbitration Tribunal (now the Industrial Disputes Tribunal) since 1944, 
becoming chairman of the Industrial Court in 1946. On the setting-up 
of the A.T.A.C. in June, 1947, he was appointed chairman. Since 1949, 
he has been Deputy Speaker and Deputy Chairman of Committees, 
House of Lords. 

Viscount Runciman, O.B.E., A.F.C., is 52 and was educated at 

Eton and Trinity College, Cambridge. A director of Walter Runciman 
and Co., Ltd., and other shipping companies, he is also president of the 
Institute of Naval Architects and this year became president of the 
Chamber of Shipping. He was director-general of B.O.A.C. from 1940 
to 1943. 
Sm Joun Ure Primrose, D.L., J.P., is $2; he was educated at Kel- 
vinside Academy, Glasgow, and Stanley House, Bridge of Allan, Perth- 
shire, and has served in the Navy (1914-18) and \he Army (1939-45). 
He is a director of several companies, and a member of both the Aero- 
drome Owners’ Association of Great Britain (as chairman from 1939-43) 
and the Scottish Advisory Council for Civil Aviation. He has been a 
member of the A.T.A.C. since its inception in June, 1947. 

Gerarp Joun Recis D’Ertancer, C.B.E., is 46 and was educated 
at Eton. He is a director of several companies and is well known 
in aviation circles as a director of British Airways from 1935-40, 
the war-time commander of the Air Transport Auxiliary, 1939-45 
as a member of the B.O.A.C. board from 1940-46 and as B.E.A. 
chairman from 1947-49. 

Josern Joun Tay or, O.B.E., who is 56, has been secretary and general 
manager of the Workers’ Travel Association since 1948. He is the hon. 
treasurer of the A.R.B. and was a member of the Courtney Committee 
on the Tudor. 


and sole responsibility for the damage he was about to do. Mr. 
Lennox-Boyd replied that all the Council members approached 
their tasks with the utmost optimism. 

The A.T.A.C., set up in 1947 by Order in Council in accordance 
with the Civil Aviation Act (1946), is responsible for considering 
any representation made to it by the public concerning the 
adequacy of the facilities provided by the Corporations, or con- 
cerning charges made for such facilities, and to consider questions 
referred by the Minister of Civil Aviation. The Council has not 
the executive powers of a tribunal, but makes recommendations to 
i the Minister, who then decides what action shall be taken. 

: i The chairman, who is appointed by the Lord Chancellor, must 


be a barrister, advocate or solicitor of not less than seven years’ 
standing. Members who are appointed by the Minister must not 
be less than two nof more than four in number. Of the members, 
at least one must be experienced in the operation of air-transport 
services and at least one experienced in the operation of the other 
transport services. No member or employee of the Corporation 
can be a member 

The primary task of A.T.A.C. is to consider applications from 
independent operators wishing to fly scheduled services under 
Associate Agreements (the technical contracts enabling private 
companies to take part in activities originally reserved by Act of 
Parliament for the State-owned Corporations). Now that increased 
opportunities have been promised to the independents, the 
importance of this aspect of the Council's work will increase pro- 
a portionately, When he first announced the new policy, Mr. 
pte wb indicated that he would prefer the A.T.A.C. to be 


given statutory licensing powers comparable with those of the 


QANTAS APPOINTMENT 


A VETERAN pilot of Qantas Empire Airways, Capt. L. R. 
Ambrose, has been — the company’s manager in 


London. After learning to fly in 1927 and spending several years 
with the R.A.A.F., Capt. Ambrose joined Qantas in 1935 as a first 
officer, attaining command in 1937. Probably the most important 
of the many special flying assignments he received during the war 
was that of taking part in the historic Ceylon-Perth flights (3,500 
miles non-stop) by which Qantas Catalinas restored the Com- 
monwealth air-link during the war. Together with Capts. Tapp 
and Crowther, he received the Johnston Memorial Navigation 
Trophy for this work. Other war-time tasks performed by Capt. 
Ambrose included the ferrying of Catalinas from the U.S.A. to 
Australia for the R.A.A.F.; the establishment of Tiilatjap, in 
Southern Java, as a flving-boat base after the fall of Malaya; and 
taking troops into New Guinea by flying-boat during the Aus- 
tralian advance there 

After the war, as the company’s senior pilot, Capt. Ambrose 
supervised the training of new pilots, opened a twice-weekly 
Lancastrian flight between Australia and Japan and, in 1949, 
made the first Sydney-Johannesburg flight by a direct crossing of 
the Indian Ocean. As recounted in Flight of July 18th, the result 
of this pioneering survey will be the inauguration, next Septem- 
ber, of a regular Constellation service along the same route, with 
the same stopping points—Perth, the Cocos and Mauritius (the 
Constellation proving flight for this service made its departure 
from Sydney on schedule last Friday, under the command of 
Capt. K. G. Jackson), For the past three years, Capt. Ambrose 
has been Qantas manager in Singapore. 


NEW AFRICAN AIRFIELD 


ILOTED by WC. A. N. Francombe, D.S.O., deputy general 

manager of East African Airways Corporation, a Dakota 
recently landed on the new runway at Mtwara, Tanganyika. 
W C. Francombe satisfied himself that the runway, 4,0ooft long 
and rooft wide, is suitable for the opening, in the near future, of a 
bi-weekly Dakota service from Nairobi. 

At present there are no buildings at the airfield, but construc- 
tion by the public works department is about to begin under the 
supervision of the provincial engineer, Southern Province. 


BREVITIES 


JREPRESENTATIVES of Folkestone Town Council visited the 
M.C.A. last week to discuss the possibility of buying Lympne 
Airport, offered for sale by the Ministry many months ago. 
Douglas Aircraft Corporation has decided to move its European 
H.Q. from Brussels to Geneva early in September. 
* * * 


Net profit of American Airlines in the first half of 1952 was 
$5.1m (about £1.8m), compared with $5.78m during the same 
period last year. 
* * * 

Mr. A. E. Robinson, B.E.M., has joined East African Airways 
as engineering manager ; from 1948 until recently he was with Aden 
Airways as chief engineer. 

* * 

The annual conference of the Aerodrome Owners’ Association 
will this year be based in London; members are advised to note 
the dates—September 24th and 25th—and to make early reserva- 
tions for accommodation. 3 

Following the resignation, last week, of Mr. John Tyzack, 
B.E.A.’s director of administration services, Mr. Peter Masefield 
(chief executive) said that no successor would be appointed : 
development of the organization made the post no longer necessary. 

C.A.B, authority was recently given to Seaboard and Western 
Airlines to operate 72 monthly long-range flights, additional to its 
present operations, and not 12 as originally reported. Seaboard, 
who operate nine DC-4s on a non-scheduled basis, have permission 
to carry 40 per cent freight on the outward legs of these trips, and 
100 per cent on return to the U.S. 

* * 

Freighters of Silver City Airways flew both the French and 
Egvptian Olympic horse teams from Paris to Helsinki. Other 
military loads carried by S.C.A. included the bands of the Queen’s 
Own Hussars and the Royal Marines, both recently flown to 
France with their instruments. Most of the other charter flights 
made by the company lately have carried pigeons or racehorses. 
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announced its opposition to the new civil aviation policy of the 
Government. 
1951, deaths from accidents to scheduled American 
206 (including 33 crew-members), compared with 
44 passengers and 21 crew in 1990. The index of passenger- 
poet per 100 million passenger-miles was 1.3 in both years. 

De Havilland Herons will be used by New Zealand National 
Airways for services from Rongotai to Blenheim and Nelson, and 
on the Dunedin-Invercargill and Christchurch-Timaru-Oamaru 
routes. 


tot 


K.L.M. report that their traffic figures for the first quarter of 
1952 show good progress in relation to the same period last year. 
The number of passengers carried was 98,750, compared with 

.974 in the first quarter of 1951—an increase of 8.5 per cent. 

¢ amounts of freight and mail have increased by 17 per cent 
and 46.3 per cent respectively. The ton-kilometre figure rose by 
13.§ per cent and there was a 12.9 per cent increase in sales. 
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The B.O.A.C. Stratocruiser flect of ten aircraft has made over 
3,120 crossings of the North Atlantic since the first of the aircraft 
entered service on the London-Montreal-New York route in 
December, 1949. During the six summer months of 1951 the 
average daily utilization of the ten Stratocruisers was 7 br 32 min; 
equally intensive tion was expected this year, but the fuel 
shortage curtailed flying. Nevertheless, utilization during the first 
six months of 1952 was 6 hr 55 min per aircraft 

Lockheed’s backlog for commercial versions of the Super- 
Constellation reaches 90 with a new order for two 5$9-seat luxury 
models—to be delivered in 1954—for Linea Acropostal Vene- 
zolana. 

The Navigators and Engineer Officers Union has issued a 
statement in connection with B.O.A.C. dismissals following the 
“Hermes” inquiry. The statement points out that “neither of the 
two officers involved were members of the Union or qualified to 
be members.”” It adds that the navigational arrangements on the 
aircraft were “in accordance with the present policy of B.O.A.C., 
which is to place responsibility for navigation on pilots and not on 
specialist navigators.’ 


ST. MERRYN’S AIR DAY 


HE weather was just kind enough to allow a successful air day 

to be held on June rgth at R.N. Air Station, St. Merryn, 
Cornwall ( Capt. A. S. Webb, R.N.), with flying and static displays 
of the station’s usual high standard. 

Flying opened with a stream take-oif by 12 Fireflies and six 
Barracudas, followed by rocket-assisted take-offs by four Mk 6 
Fireflies of 820 Squadron and a Barracuda. Both squadrons flew 
= with 796, led by Lt-Cdr. Barnes, in an unmistakable anchor 

formation. Later they attacked a midget submarine on the 
airfield. 

Lt-Cdr. Lygo and F/L. Pinnington, in two Hornets from Cul- 
drose, brought a gasp from the crowd as they passed each other on 
the narrow runway after taking off from opposite ends ; and another 
Culdrose coatribution was a polished demonstration of formation 
aerobatics by three Meteors led by Lt-Cdr. Perrett. 

Lt. Knight from Gosport, after giving a display in South Wales 
earlier in the afternoon, arrived in time to demonstrate the air- 
sea rescue function of a helicopter by rescuing a pilot from his 
dinghy; he then put on a small ballet in front of the crowd. 

The next item was a type fly-past of naval aircraft, and even the 
controllers in the tower were surprised to see an extra machine 
which joined the stream; it was towing a banner advertising 
Culdrose’s air day ! 

Finally, after the Fireflies and Barracudas had finished their 
carrier drill and stream landing, an opportunity was given for 


sari Appropriate: An anchor formation by Fireflies of No. 796 
wadron. (Below, left) Lt-Cdr. Perrett’s Meteor in aerobatic action; 
note the shock precipitation from the starboard aircraft. (Below, right) 
Capt. A. S. Webb and Capt. A. C. G. Ermen, respectively present and past 
Commanding Officers of H.M.S. “‘Vulture’’ (R.N. Air Station, St. Merryn). 


budding aviators among the visitors to make, over the radio, 
requests for aerobatics by the pilot of a Chipmunk from Exeter’s 
Reserve Flying School. 

Both before and after the flying display, a Gemini, a Messenger 
and an Auster of the Plymouth Aero Club and a Proctor from 
Exeter provided joy rides for the public as a counter-attraction to 
the wide range of excellently-laid-out static displays, which 
included both technical and non-technical subjects. 

A good demonstration of drill was given by the W.R.N.S., 
and the Fire Station’s “Emett”’ fire engine was a popular 
attraction. 


= 
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A PEEP AT BRITISH GUIDED MISSILES 


THAT the Ministry of Supply guided-missile programme is of 
vast proportions has long been appreciated, but, in the past, 
only the barest details of the work could be published. Now, 
following upon the visit of Mr. Duncan Sandys, Minister of 
Supply, and Lord De L’Isle and Dudley, ¥.€., Secretary of 
State for Air, to the M.o.S. experimental establishment at Aber- 
pe Cardiganshire, last Saturday, some additional details can 
given 

The following statement was made by Mr. Sandys after his 
visit to Aberporth :— 

“There are still many technical difficulties to be overcome. It is 
clear, however, from the impressive firing trials today that some of the 
most complex scientific problems have been successfully solved and 
that we are coming within. measurable distance of putting these fantastic 
new weapons into production 

“For reasons of military security I am not free to state precisely the 
actual performances which are being achieved. But I can at least say 
that guided rockets have been developed which can travel at well over 
2,000 miles an hour and can rise to heights far greater than any bomber 
is likely to reach for many years to come 

“These rockets can be steered or, better still, can steer themselves 
through the air with great accuracy. They are capable of rapidly altering 
course, as they would have to do to intercept aircraft taking evasive 


SAPPERS IN THE AIR 


LTHOUGH, th no fault of their own, the Royal 

Engineers Flying Club were deprived of two or three hoped- 

for items at their third annual air day, they and their guests were 

at least blessed with garden-party weather at Rochester's pleasantly 
situated little airport last Saturday. 

Seven Fireflies of No. 1840 Sqn., R.N.V.R., from Ford, 
opened the proceedings with a “carrier fly-off”’ and vanished into 
the distance, to reappear some minutes later, out of the sun, in a 
most emotioning at‘ack on the enclosures; then, after one or two 
passes, they departed for the Sheerness Navy Day. 

Rochester is the home of No. 24 R.F.S., and four of their pilots, 
F/L.s Frith, Singleton, Stroud and Podmore, air-drilled Chip- 
munks in impeccable formations, bumpy air notwithstanding; 
later F/L. Podmore went through a lengthy solo aerobatic repertoire. 
Another solo aerobatic contribution was by Rex Bennett, the Royal 
Engineers’ C.F.1., in the Club's Tiger Moth, and then the hoary 
old instructor-and-pupil act (F/L.s Podmore and G. H. Stroud, in 
Tigers) was given a new twist when “pupil’’ Podmore did a 
monumental overshoot, leapt a hedge, and vanished from sight— 
quite alarmingly to those unacquainted with the proximity of a deep 
valley, from which the Tiger safely popped up again half a mile 
farther round the perimeter. 

Parachutist John Ralling, allowing for a little more wind than 
existed at the moment, landed with a resounding clang on a 
corrugated-iron roof, then stood on it to welcome the ambulance 
and fire-tender which tore helpfully towards him. Next, two guns of 
the Field Training Wing, R.A., Woolwich, conducted a shoot 
under the direction of an Auster (Capt. Clift, No. 661 Air O.P. 

.), the effects being timed so convincingly that it was hard to 

ieve live ammunition was not being used; a Meteor 7 (F/L. 

James) arrived from C.F.S. and gave an aerobatic display typical 
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QUICK GET-AWAY: As descrited below, anti-circraft missiles have 
been tested ot th; here, a two-stage weapon leaves the ramp, 
boosted by eight rocket tubes. !f M.o.S. approval is forthcoming, typical 

missiles may be exhibited at Farmborough in September. 


action. In fact, they can twist and turn with four or five times the degree 
of manceuvrability of a fighter aircraft. 

“This remarkable progress is the outcome of the combined work of 
a great number of people im science and industry. The basic research has 
been mostly done by the Government's experimental establishments. 
The results of this research have been made available to selected firms, 
who have been entrusted with the task of developing specific rocket 
weapons to fulfil various operational roles. 

“Almost every branch of industry is playing its part—acronautics, 
engineering, electronics, plastics, chemistry, and explosives. For this 
development work new laboratories, firing ranges, and other facilities 
have had to be provided on a considerable scale, and we are now planning 
the factory capacity which will be required for production. More than 
a hundred firms are now actively engaged on this many-sided enterprise, 
which is rapidly assuming the proportions of what I can only describe 
as a new industry—the cuided-rocket industry.” 

The scope of this entirely new field is thus seen in its true 
perspective. The list of aircraft manufacturers engaged in the 
work is impressive; it has been officially disclosed that Bristol, 
English Electric, Fairey, the Propellor Division of de Havilland, 

certain members of the Hawker Siddeley Group are all 
involved in the production of missile “airframes’’ and power 


plants; and, no doubt, equally important electronic and instrument 
fir.ns are also engaged in the production of controlling devices and 
ground installations. 

Aberporth has been a missile-testing station for many years; 
it overlooks Cardigan Bay, a large area of sea almost devoid of 
shipping, and has proved invaluable in enabling the guided-missile 
programme to come to the productive stage at this early date. But 
space and weather considerations have long made it evident that 
an improved range was required, and the final choice fell, in 1947, 
upon Woomera, in central Australia. This very large expanse of 
desert has since been converted into a well-equipped range with 
automatic monitoring posts extending for hundreds of miles along 
the experimental track. [An illustrated article on Woomera 
appeared in Flight of April 13th, 19§1.] 

It would be premature to attempt to assess, at this stage, the 
value of the missile programme, or even to comment upon the 
types of weapon of which photographs have been released; but 
although many difficult problems undoubtedly remain to be over- 
come, the progress made in perfecting guided and/or homing 
missiles as a defence against bombers would appear to give cause 
for satisfaction. 


of that efficient academy; and D. C. Armstrong provided contrast 
by floating round at odd angles in the Zaunkoenig ultra-light. 

But top marks for the afternoon’s performances should, perhaps, 
go to the gliding exponents, who tco* full advantage of the strong 
thermals and hill-lift prevailing. From an aero-tow launch, an 
Olympia of the Army Gliding Club (Lt. Stuart Morrison) per- 
formed some fine aerobatics, the tight loops and turns of which a 
sailplane is capable adding to the effect; an adroit contribution in 
a Tandem Tutor emphasized the efficiency of the R. E. Gliding 
Club’s instruction, for the pilot, Lt. Smith, was said to have done 
only seven hours; and some startling-looking aerobatics were 

tformed by F/L. Piggott (from the R.A.F. Gliding School, 
Detling), perched out on the precarious-looking seat of an open- 
fuselage primary trainer. He gave his exhibition after being 
towed draughtily round the sky behind an Auster, and, having 
torn himself off a lengthy strip of Mk 3 Bronco, he even performed 
the classic paper-cutting act. 3 

For the rest, B.B.C. commentator Franklin Engelmann, himself 
an ex-R.E. officer, gave a commentary which, but for one or two 
technical infelicities, was as professional as was to be expected; 
and the visiting pilots’ arrival competition was won by Mr. Hol.and, 
in a Panshanger Chipmunk. G-AJVD. 

It was the Royal ineers who, long before the Kaiser’s War, 
laid the foundations of British military aviation, and their tradi- 
tional link with the air was re-forged in 1934, when the R.E. 
Flying Club was formed, with branches at Brooklands, West 
Malling and Cambridge. Today, as guests of Short Bros. and 
Harland, Ltd., they operate at Rochester Airport, while a strong 
gliding si by the experience of many members 
stationed in Germany since the war—is based at R.A.F. Station 
Detling. Club aircraft wear R.E. colours in a fuselage band. 
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OIL AND FUEL PRESSURES |=. 


Developed in conjunction with the British Engine Manufacturers, the Trans- Centaurus 661 
Hercules 763 


mitter of this new electrical pressure measuring system is designed for direct 


flange mounting on the engine and is entirely unaffected by vibration, as OE HAVILLAND ENGINE COMPANY 


there are no moving contacts, 


Indicators may be of thesingle long scale type ortwinscale, and calibrated 0-40, 
0-60, or 0-150 p.s.i. for the oil pressure range and 0-75 p.s.i.for fuel pressures. 


The equipment requires a power supply of 26 volts 400 cycles and a miniature 
transformer is available so that the system may be used on the standard 115 
volt aircraft supply. The power input to the Transformer is 10 VA at -5 
Power Factor when the circuit contains a single Inductor Pressure Indicator, 
Approved by the Air Registration Board and adopted by many British Con- 
structors for Military and Civil Aircraft. 


SMITHS AIRCRAFT INSTRUMENTS LIMITED 


The Aviation Division of GG . Smith & Sons (England) Lid 
Cricklewood Works, London, NW2 
Sole Sales Concessionaires for Kelvin and Hughes (Aviation) Limited - Barkingside and Basingstoke 
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Desoutter 


private 
Marathon* 


Although debarred from competing under the International Shamateur Ruling, I have 
decided to take a team of my Little Horses to the Olympic Games. We shall a// run 
non-stop from Le Havre to Helsinki and carry on continuously round the outside 
of the Stadium during the whole period of the Games. We shall thus prove once 
again that when it comes to power, speed, quickness off the mark and coolness in 
the heat of the moment, Man has nothing on my Little Horses except his 
shirt. We sail for Finland with quiet confidence and an abundance of sporting 

spirit which I have seen fit to lock up in my cabin. 


¥%& Letters explaining that this is not a Marathon or telling us what a Marathon is will 
remain unanswered and indeed unopened. 


POWER TOOLS INCREASE PRODUCTION 


DESOUTTER BROS. LTO., THE HYDE, ONDO! TELEPHONE ; COLINDALE 6346 (5 LINES). TELEGRAMS ; DESPNUCO, HYDE. LONDON 
CRC 233 
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SERVICE AVIATION 


The Queen Presents Her Colour to Halton 


of Technical Training received the 
Queen’s Colour from Her Majesty’s 


A blazing sun was already beating down 
on the parade ground at 1130 hour, when 
the “‘still’” was sounded, and the Royal 
Standard broken to mark the Queen's 
arrival. 

She was received by Lord Cottesloe, 
Lord Lieutenant of Buckinghamshire, 
Marshal of the Royal Air Force Sir John 
Slessor, Marshal of the Royal Air Force 
Lord Trenchard, Air Marshal Sir Victor 
Groom (who has recently returned from the 
Middle East to become A.O.C.in-C. 
Technical Training Command), A.V-M. 
R. O. Jones (A.0.C. No. 24 Group, of 
which Group Halton forms a part) and the 
Commandant of Halton, A. Cdre. J. G. W. 
Weston. There were some 1,700 appren- 
tices on parade. 

The Colour to be presented lay cased 
against the piled drums in front of the 
royal dais as the parade commander, 
G/C. D. O. Finlay, reported the Escort 
Squadron and the main parade as ready 
for inspection. Her Majesty then stepped 
into a special d-Rover to be driven 
slowly along the ranks; meanwhile the 
band played the two traditional slow 
marches of the R.A.F., Green Sleeves and 
the Skye Boat Song. 

On the return from the inspection the 
two Queen’s orderlies uncased the Colour 
and placed it, draped, upon the piled 
drums, waiting the request of the - 
mandant (A. Cdre. Weston) to the Chaplain- 
in-Chief to consecrate it. With the parade 
called to attention, the Rev. Canon L. 
Wright said, “We are gathered here to 
consecrate this Colour, the solemn symbol 
of our loyalty, and with it ourselves, 
our service and our life. May this 
Colour never be unfurled save in the 


O: Friday of last week No. 1 School 


cause of justice, righteousness and truth.” 

At the conclusion of the dedication 
service, the Queen received the Colour 
from A. Cdre Weston and made the 
presentation, Sgt. App. F. M. A. Hines 
being appointed Colour Bearer to receive it. 

With the parade standing at case, Her 
Majesty then addressed the assembly. She 
said: “A. Cdre Weston, officers, staff and 
apprentices of No. 1 School of Technical 
‘raining, | am very glad to be here to 
present your new Colour. 

“As you know, your school was founded 
in the reign of King George, my grand- 
father, and it owes its existence to the fore- 
sight and inspiration of Lord Trenchard, 
who is here with us today. 

“It was clear then, as it still is, that the 
Royal Air Force must be able to place the 
same reliance on the technical skill of its 
tradesmen as on the gallantry of its pilots 
and the experience and imagination of its 
commanders, Halton was tne first school 
to be started for tnis purpose, and today it 
gives you not only tecnnical skill, but a 
spirit which is acclaimed wherever the 
Koyal Air Force serves in defence of our 
country and our Com:nonwealtn. 

“itas right, therefore, that Halton should 
be the first apprentice school to carn the 
award of a Coiour and | am sure that you 
will always remember this occasion—as 
I shall—as a great day for yourselves and 
your service. 

“Your traditions have been well and 
firmly established by those who have gone 
before you. For they have made their 
mark and have justined the confidence 
which the Royal Air Force, has always placed 
in them, while many of their number have 

iven their lives in carrying out their duties. 

‘rom what I have seen on this parade, I am 
sure that you will be very worthy successors 
to their example of honour, service and 
sacrifice, 


(Below) Her Majesty 
passing down the lines 
of apprentices before 
the colour presentaticn. 
(Left) Having reccived 
the dedicated Colour 
from A. Cdre. Weston, 
the Queen makes the 
presentation. 


“I congratulate you on your drill and on 
the smartness of your turnout, which are 
proof of your keenness and your quality, 
and I give you your Colour in the know- 
ledge that while you are here you will 
guard it well. 

“Let it also be a reminder to you of the 
trust that I place in the Royal Air Force. 
During your future service you will, I 
know, strive to the utmost to be worthy of 
that trust and to maintain the unsullied 
standards of which this Colour is a 
symbol.”’ 

The Commandant thanked Her Majesty 
and the general salute was given to the 
Colour as it was marched in slow time to 
its position. 

Upon the return of the Queen to the 
dais the Escort Squadron, composed of the 
63rd Entry to Halton, marched past in 
both slow and quick time. Finally, the 
whole parade advanced in review order 
to give a royal salute and three cheers for 
Her Majesty before marching off. 

The Queen took lunch in Halton House, 
which is now the officers’ mess but was, at 
one time, a private residence of the Roths- 
chid family, where the Queen’s great 
grandfather, King Edward VII, then the 
Prince of Wales, was a frequent visitor. 
Some of the rooms are entirely decorated 
in goid leaf. After lunch a tour was made 
of the camp before the royal entourage left 
for Windsor. 


A.V-M. David Atcherley 


EMORIAL services for the late David 

Atcherley were held last week in 
the Canal Zone (July 17th) and at Str. 
Margaret’s, Westminster (July 23rd). 

Representatives of the Air Council were 
present at St. Margaret's, together with 
many of the A.O.C-in-C.s of the Com- 
mands. Canon Charlies Smyth officiated, 
assisted by Canon L. Wright, Chaplain-in- 
Chief, R.A.F. 

At St. George’s Church in Moascar, in 
the Canal Zone, the Rev. C. B. Verity 
officiated and the lesson was read by Air 
Chief Marshal Sir Arthur P. M. Sanders, 
A.O.C-in-C., M.E.A.F. 

At both services the churches were 
filled to capacity and A.V-M. R. L. R. 
Atcherley, David's brother, was present on 
both occasions. 
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8. of S. to Visit Canal Zone 

I! is expected that the Secretary of State 
for Au, Lord De L'Isle and Dudley, 

V.€. will leave West Malling on August 

10th to visit stations in the Middle East 
He will ny in a Transport Command air- 

craft and has planned to return to Britain 

on August 28th. 


New Carrier for R.C.N. 

RRANGEMENTS have been com- 

pleted for the purchase by Canada of 

an aircraft carrier trom Britain two replace 
H.M.C.S. Magnificent, now on loan to 
Canada from the Koyal Navy 

The new ship is one of the Majestic class 
of light feet carriers laid down at the end 
of the war, but on which the construction 
work was suspended 

Revised plans provide for a completely 
modern carrier capable of handling jet and 
heavy aircraft types Modifications will 
include strengthening of flight deck and 
elevators and improvements in deck arrester 
gear. The new British steam catapult will 
also be fitted. This catapult has proved 
itself capable of launching jet fighters from 
an aircraft carrier even when it is heading 
downwind at sea, and also, in certain 
circumstances, of doing so when the ship 
is lying in dock. 

the new aircraft carrier is being built in 
the yard of Harland and Wolff, Belfast. 


Saclant Changes 
OLLOWING the statement, in April 
last, that consideration of the names of 
sub-area commands of Saclant were being 
made, the following changes are now 


announced. 

The naval sub-area, commanded 
Vice-Admiral Sir Maurice Mansergh 
(Commander-in-Chief, Plymouth), pre- 
viously announced as North Eastern Atlan- 
tic Sub-Area, will in future be known as 
Central Sub-Area. That commanded by 
Rear-Admiral J. H. F. Crombie (Flag 
Officer, Scotland), previously known as the 


NORTH 


QUNDERLAND flying boats of No. 230 
Squadron at Pembroke Dock, South 
Wales, are playing an important part in the 
British North Greenland Expedition which 
is being led by Cdr. C. W. Simpson, 
R.N., to explore a pat ch range in 
north-east Greenland and the ice-cap 
lying beyond. 

The Sunderlands are carrying the 26 
members of the expedition and their 150 
tons of stores and equipment from Young 
Sound, on the east coast of Greenland 
(74° 29° north, 20° 40° west) to the expedi- 
tion’s base-camp site at Britannia Lake 
(77° 07° north, 23° 40° west), This lake, 
which is some 6,000 yd long and 3,000 yd 
wide, lies 190 miles from Young Sound 
and is 888 miles from the North Pole. It 


Northern European Sub-Area, will be 
known as Northern Sub-Area. 

‘The areas of the commands of these Flag 
Officers which lie within the United King- 
dom Home Station Command will be 
known as Western Approaches and North- 
ern Approaches respectively. 

The corresponding air commands have 
been changed likewise. A.V-M. T. C. 
Traill (A.U.C. No. 19 Group), previously 
Air Commander, North East Atlantic, now 
becomes Air Commander, Central Sub- 
Area. A.V-M.H. T. Lydtord (A.O.C. No. 
18 Group), previously Air Commander, 
North Sea, will in future be known as Air 
Commander, Northern Sub-Area. 


R.A.F. Appointments 
AFTER having been A.O.C, and Com- 
mandant ot the Koyal Air Force Col- 
lege Cranwell since July, 1950, A.V-M. 
L. F. Sinclair, G.C., C.B., C.b.E., D.S.O., 
is to become Commandant of the School of 
Land Air Wartare at Old Sarum, Wiltshire. 
Command of the College will be taken over 
by A. Cdre. H, Eeles, C.B.E., who until 
recently was Assistant to the Deputy 
Supreme Commander (Air), Allied Powers, 
Europe, and before that was himself on the 
directing staff of the School of Land/Air 
Warfare. 

Other appointments recently announced 
include that of A. Cdre. W. J. M. Akerman, 
C.B.E., who is to be A.O.A. to F.E.A.F., 
and of A. Cdre. W. H. Merton, O.B.E., 
as A.O.C. No. 22 Group, Technical Train- 
ing Command. Both of these officers will 
assume the acting rank of Air Vice- 
Marshal. 

No. 63 Group, Home Command, is to 
have GC. (acting Air Commodore) G. T. 
Jarman, D.S.O., D.F.C., as its new A.O.C. 
He comes from the station command of 
Middleton St. George and before that 
commanded C.F.S. at Little Rissington. 

To take up his new appointment as 
Director of Administrative Plans at the Air 
Ministry, A. Cdre. J. B. M. Wallis, O.B.E., 
has returned from Ceylon after two years 
in the East as chairman of the Asian 
Establishment Committee. 
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IN KOREA: S/L. W. Bennett, D.F.C., Deputy 
Commander of No. 77 Squadron, R.AA.F., 
checks the target area with W/C. P. Ottewill, 
G.M., before taking off on a sortie. W/C. 


Ottewill is on loan from the R.A.F. to command 
No. 2 Fighter Operational Training Unit in 
New South Wales. 


Searchlights in the House 
Asker by Mr. lan Harvey in the 

House of Commons whether he would 
now dispense with the searchlight as a 
means of anti-aircraft defence, Mr. A. H. 
Head, the Secretary of State for War, 
replied that it was not at present pro; 
entirely to dispense with them. Trials had 
shown that they still had a certain part to 
play in defence against low-altitude attack 
at night. 


Reunion 
IGGIN HILL will be the venue for No. 
600 (City of London) Squadron’s 
reunion on August gth. Those interested 
are asked to communicate with the unit’s 
town at Finsbury Barracks, 


GREENLAND EXPEDITION 


has never before been used by flying boats 
and is normally free of ice for only six 
weeks in the year. 
The first Sunderland, captained by S/L 
J. S. Higgins, D.F.C, REC left on 
Monday, July 21st, for with 
Cdr. Simpson and four members of his 
arty on rd, and the main expedition 
eft London on July 8th in the No ian 
sealing ship Totran. From Reykjavik, $/L. 
Higgins’s Sunderland is making such ice- 
reconnaissance flights as may be necessary 
to locate a clear passage to Young Sound 
for the Tottan, and F/L. W. T. Morrison 
will transfer from the first Sunderland to 
the Tottan at Reykjavik and will be 
responsible for laying moorings for the 
flying boats at Y Sound, and later at 
Britannia ake. 
re 
lands, under the command of 
F/L. C. M. Stavert, were due 
to leave Pembroke Dock on 
of or August rst, when 
ottan and the first flying 
—, have arrived at Young 


all the eiscraft have 


FOR GREENLAND: Sil. J. S. 

Higgins, O.C. No. 230 ron, 

who left for Greentand on July 21st. 
With him is F/L. Stavert. 


A, 


reached Young Sound, S/L. wili 
make a reconnaissance of Britannia Lake, 
landing if conditions are suitable. The 
Iske has not been , but, on a 
previcus visit to Greenland, Car. Simpson 
estimated from the size of the icebergs that 
it was suitable for use by flying-boats. The 
aircraft will lay its own moorings and an 
advance will be put ashore by rubber 
dinghy. full airlift will start the follow- 


ing day. 

2 ere pontoons, which are being 
flown from Pembroke Dock in the first 
Sunderland, will be used to make landing 
stages at Young Sound and Britannia Lake. 
At this stage of the ition, a Lancaster 
aircraft from R.A.P¥} Station, St. Eval, 
operating from kjavik, will drop an air- 
borne lifeboat at Britannia Lake to assist 
with unloading pte ions. 

The Sunterkarts will make four flights a 
day from Young Sound to Britannia e, 
carrying between 3} and 4 tons of stores 
on each trip. The R.A.F. unit will live in 
tents and their working day will be from 
0500 hr until 2200 hr. If the weather is 
good, the airlift should be completed within 
14 days, and the Sunderlands will be back 
at Pembroke Dock by August 20th. Ice 
conditions will compel them to leave by the 
end of August. The R.A.F. unit is entirely 


self-supporting and 20 servicing 
have been taken from P Dock. 
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SAFETY ON TOUCHDOWN 


GOODYYEAR 
AIRCRAFT TYRES 


Developed through years of research and testing, 
Goodyear aircraft tyres are built to “ take it” on 
touchdown. Resistant to heat, fatigue and 
bruising, built to stand up to the impact of weight 
multiplied by m.p.h., they assure safety at today’s 
high landing speeds. The All-Weather Tread 
illustrated is one of the variety of aircraft tyres, 
designed to give maximum reliability under all 
conditions. 


 GOODSYEAR 
CROSS WIND LANDING GEAR 


This patented Goodyear device permits 
cross-wind landings or take-offs in relative 
safety, without any tendency to ground loop. 
Castoring wheels permit a yaw of 25° on 
either side of centre while maintaining a 
straight course along the runway. 
Increased flying safety is further enhanced 
by the incorporation of the popular disc 
brake in this revolutionary castoring wheel. 


GOODFYEAR 
ORIGINAL DISC BRAKES 


The Disc Brake was first introduced by Goodyear 
several years ago. Since then the knowledge gained 
applied, and to-day, the Goodyear Disc Brake has a 
reliability unique in this field. They give the pilot real 
confidence in landing, and sensitive control in every 
ground manoeuvre. Here again, Goodyear Research 
and Enterprise are far in the lead. 
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they call me, as if 
! was somethin’ terrible! 


Quite right, too, when freely exposed to 
dirt and grime and chemically-laden 
atmosphere. But covered with self-sealing 
Transotape —what protection! Tubes and 
all things hollow which must be fully sealed, 
and surfaces of any kind which must be 
protected from scratch and abrasion— 
they're all safe with Transotape. 


TRANSOTAPE 


fully occlusive... safeguards precision 

May we send you samples ? 

JOHN GOSHERON & CO LTD 

Gayford Road London W12 
AEB. Telephone; SHEpherds Bush 3326 


Gosheron can TAPE tt/ 


The rapid expansion of Silver 
City Airways’ Car Ferry Service 


during the past four years tells its 


own story of passenger confidence in this 
highly popular service. The “Bristol’’ Freighters 
which operate the Car Ferry, now 
extended to three routes, are equipped with 
Graviner Fire Protection Equipment . . . 
another tribute to the pre-eminence 
of the systems which are fitted to 


all British aircraft in production today. 


GRAVINER 


Airborne FIRE PROTECTION EQUIPMENT 


THE GRAVINER MANUFACTURING CO. LTD. 
Poyle Mill Works, Colnbrook, Bucks. Tel: Colnbrook 48 


ROGERT RILEY, LTD., MILKSTONE Phone Rochd:!: 2237 (5 snes) 
SPRING WORKS, ROCHDALE Grams “Rilospring’’ Rochdale 
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plane sailing! 


Is that an aircraft, or a hawk with hiccups? Ask the 
intrepid birdman in the cockpit! Even HIS confidence is 
shaken by the trail of nuts and bolts that follow in his wake. 
No doubt, at this very moment, he is putting a hasty patch 
on his parachute and praying for a one-piece landing. 

What a pity he spurned the practice of wiser aeronauts 
and refused to fit “Jac”? Spring Washers beneath nut. They 
never let a man down . . . however far! For all who swoop 
about in the cerulean blue, “Jac’s” the boy to beat the 
jitters! For all who put aeroplanes together, “Jac” is the 
washer that keeps them that way. 


Made in sizes to fit every 

standard bolt, their saw- 

tooth serrations give a 

positive lock that is un- 

affected by vibration and 

shock. Send for samples 
and details. 


SPRING WASHERS 


—SPARKBROOK 


TELEPHONE VICTORIA 


EVERYTHING IN SHEET METAL WORK 


—___ AND LIGHT ENGINEERING | 


Refrigeration 
COLD 
STORAGE 
HEATING 


AIRCRAFT 
AUTOMOBILE 


COACH AND 
BUS BODIES 
Municipal 
ALL-METAL Conditioning 
Vehicle Bodies MINING 


TELEGRAMS: TELEPHONES: 
BROMELPAR, SOUTHTOT, n 0 t TOTTENHAM 
LONDON Al. 2257, 2258 & 2259 
SI 
LONDON, N.17 


161 WEST Rd., TOTTENHAM 
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Have you got 
the right connections? 


Even the best-designed fuel-run can hold up 

refuelling operations if the method of connect- 

ing one pipe to another causes restrictions. 

The F. R. Pipe Connector, although designed 

specifically for pressure-refuelling systems, has 

proved itself the ideal connector for use in 
fuel systems generally. 


He Note the foliowing advantages of the 


F.R. PIPE CONNECTOR 


A degree of fexibility both axially No restrictions to flow. 
and radially. ba -¥ temperature range (70° to 
Neo captive fictings. 
Lew weight and compactness. 


Pressure refuelling equipment 


FLIGHT REFUELLING LTD 
ENGLAND 


of you ore having trouble with your connections, write to us: 


FLIGHT REFUELLING LIMITED 
Tarrant Rushton Airfield « Blandford » England. Tel.: Blandford 501 
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FOREMOST 


MERCHANTS TO THE 
AIRCRAFT 


BUVERS OF ALL GRADES OF FERROUS 
AND NON-FERROUS METALS—ALSO OF 
ALL KINDS OF REDUNDANT STOCKS 


COLEY METALS LTD. 
INCORPORATING 
IN THE SOUTH @ R. J. COLEY & SON (HOUNSLOW) LTD., JUBILEE WORKS, 
APEL ROAD, HOUNSLOW. MIDDLESEX, 
IN THE NORTH @ R. J. COLEY & SON (NORTHERN) LTO. PARK WORKS, 
KING STREET, DUKINFIELD, CHESHIRE 


INDUSTRY 


GUIDED MISSILES 


The English Electric Company Ltd. 
have vacancies for 

(1) SENIOR STRESSMAN. This post offers an oppor- 
tunity to a well qualified man with initiative and the ability 
to supervise stressing calculations. A minimum of three 
years experience on aircraft or missiles is essential and 
honours degree is desirable 
(2) STRESSMEN, Vacancies exist for both Senior and 
Junior stress-men and while some aircraft or missile experi- 
ence is desirable, consideration will be given to applicants 
with experience in other industries. 
(3) GRADUATE ENGINEERS/APPLIED MATHEMA- 
TICIANS. Honours graduates for advanced stress analysis 
investigations of a research nature are required. While 
aircraft or missile experience is an advantage, the primary 
qualifications are a good mathematical background and an 
enquiring outlook 
(4) AERO-ELASTICIANS., Technicians of degree standard 
are required for aero-clastic investigations. Previous work 
on aero-clastic problems is not essential, but past experience 
should include work on aerodynamics and/or aircraft 
structures, while a knowledge of supersonic aerodynamics is 
an added advantage. 
(5) WEIGHT CONTROL ENGINEERS. A_ vacancy 
exists for a senior weight control engineer capable of not 
merely calculating weight breakdowns, but of actively 
chasing and controlling weights. Some aircraft or missile 
experience is essential. There are also vacancies for junior 
weight control engineers to assist in this work, 

All the above posts offer unique opportunities to the right 
men in an expanding organisation. 


Please write, giving full details and quoting reference S.A.25 
with appropriate number to: 
CENTRAL PERSONNEL SERVICES, 
THE ENGLISH ELECTRIC COMPANY LTD., 
24-30 Gillingham Street, London S.W.1. 


Once dermatitis gets to work — hands are soon out of 
work. Hands which are in constant contact with industrial 
irritants — solvents, and cutting or cellulose oils — need a 
constant safeguard. By acting as a barrier against dermat- 
itis, Rozalex keeps all hands active on the job. 

There is a type for every trade. 

Send for free sample and leaflet “The Skin in Industry” to 
ROZALEX LTD., 10 NORFOLK STREET, MANCHESTER, 2 


DERMATITIS BARRIER PREPARATIONS 
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Some 


KIDDE- 
SUN 


TENDERS 


DELIVERED IN 


The WALTER KIDDE COMPANY LTD. NORTHOLT, MIDDLESEX. 
Telephone : WAXlow 1061 


SUN ENGINEERING (RICHMOND) LTD. KINGSTON-ON-THAMES 
Telephone : KINgston 7407 
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CLASSIFIED ADVERTISEMENTS 


Advertisement Rates. 4 - per line. minimum &/-, average line contains 6-7 words Special rates for Auctions, 
Contracts, Pateata, Legal and Offictal Notices, Public Announcements, Tenders 5/- per line, minimum 10/- 
Kach paragraph is charged eeparately. name and address must be counted. All advertisements must be strictly 
prepalt and should be addressed to FLIGHT Classified Advertisement Dept., Dorset House, Stamford Street, 


fi London, 


32 


and Postal Orders and cheques sent in payment for advertisements should be made payable to Iliffe & Sons, Ltd., 


and crowed & Co 
AIRCRAFT ENGINEER Trade Advertisers who axe these colurnns regularly are allowed a discount of 56% for 13, 10% for 26 and 15% for 


52 consecutive insertion orders. Full particulars will be sent on application 
Ber Nombers. For the convenience of private advertisers Box Number facilities are available at an additional 
extra to defray the cost of registration and postage which must be added to the 


eharyge for 2 words plus 


PRESS DAY — Classified advertisement aivertisement charge. Replies should be addressed to “Box 0000, c/o Flight,” Dorset House, Stamford Street, 

“copy’’ should reach Head Office by retain the right to refuse or withdraw advertisements at their discretion and do 

space being available. Vacancies Order 1052 


AIRCRAFT FOR SALE 
AIRCRAFT W 8 Ltd., sell tough aero 


lanes. 
R. * Tough and robust Take the Magister which we 


4 sold to Fis Off. Chandler who flew it into second place 
K. and three power cables tn the Norton-Griffths Trophy 
Race. This plane, flown by owner Fdward 

y ng’s Cup Race in 1950 


NDAS. Ltd 
I and we had some hopes of its winning again this year 


give belo tatty lection of aircraft for 
W The ork are tad we will be pleased to However, in the preliminary Norton-Griffths 
: Qe you f. of fight Chandler had the misfortune to hit and break three bigh- 
a \ I t e 17K A tension power cables. In this race he also hit and it ed 


nours. Engine 
two birds without using even one stone. Their remains 


rhaul. Nine 

1 h were found on the aeroplane afterwards. And yet Chandler 
at fan or, re New C xygen and e ui es! Tough and ro 

airer 


I ROC TOR Vv Excellent machine with 12 
800 | x CREW NGINEERS’ CHRIS!|.BA SUPER ACE, brand new and the 
at nd ne ne works. Year's Certificate Airworthiness, Gipsy Major 
ther OVERALLS engine. 145 h.p. 4 center All metal, beautifully finished 


apholater 2 months’ 
fa and most lavishiv eoutp) 
months’ | Large supplies already delivered to many £2 ARGUS. Warner Guper Scared 
EMINI. C. of A Metai| foreign governments; certificates available. engines. We have two machines in stock in 
ropellers 5 irk condition almost like new but w OU! rwor nes 
DC We welcome home and overseas inquiries Get titi ates Mac hines were prepared to C. of A. standard 


ix fully verhauled, 21 passenger seats 
£XXX P and W 18%0-90D engines. N.T.5.0. Details} giving either description or R.A.F. voca- | by former owners who could not take delivery. They have 
On Fequent ‘ been carefully stored under ideal conditions and are 
' ants bulary section and reference numbers offered as a real bargain to anyone who appreciates this 


wally hew condition. Full 
request safe 4-seater 


ta ta Mot ns. Varving | coording to MESSENGFR. new C. of A. Colour to choice 
£X XX D L E W T D £1075 Full blind fiving panel, starter, battery and 
X metal oro ration. A really beautiful 


£XX > MESSENGERS 
4 pron! 
EXXX PAameutn ancus Flying Clothing Manufacturers for Home or Export £350/550. TIGER MOTHS with new Certificates 
j AAS Bi (DEPT F) Airworthiness and in some cases newly 
AUTOCRATS ad overbenlet eneines and colour schemes to purchaser. 
£XXX 124 GT. PORTLAND 8T., LONDON, W.1. | £554) UPWARDS AUSTER AUTOCRATS.” We have 
a bie selection of these famous aeroplanes 


£XXX LODESTARS 
% Trade Inquiries Invited actually in stock. Total hours since new from 150 only. 


F DAKOTAS. et otk ooum New Certificates Airworthiness in all cases. Five of these 
£X xX X Tel.: Ma 4314 Aviahit, Wesdo, London n'anes can be insnected at an aerodrome near ondon. 
aircraft 


ed 
? ? ? ? RAPIDES several now undergoing overhaul, 
oftereA with new Certificates Airworthiness 


And fille overh engines 
R. £32 TAYLOR "RAFT D, Identical with the machine 
( K that won the 1952 King’s Cup Race ited with 
° the reliable Cirrus Minor engine, year's C. 
D' NDAS, 29. Bury Street. London, 8.W.1 PROPELLER TEST GEAR upholstery and carpets. A really sound this 
ercellient little 2-seater 
M1, 2848. Cables: “Dundasaero, Picey. London At ET TRAINFR of the latest tvpe now neart 
completion at the maker's works, Fxtras include fu 


blind fivine panel. bench-tvpe rear seat, Jone-range tanks, 
seats, metal propeller and silencer, We 
sound aeroplane in part exchenge 

Full C. of A.. newly overbavied 
Colour and equipment to choice. 


Airport. CRO. Denisson Hydromatic Propeller 
COSTS ee, ver hour fying my @ h.p. Piper Cub. Fully Test Rigs complete with propeller 
G itthe used since ne fully aerobati 
year’s Cheltenham Aero Club new and unused. Also Hamilt also have overkeuled Avro Wht 
nna Ae W an n Airaneed CONSUL pod MOTH MINOR ready for 
of balancing stands and Blade immediate wate 
A hich mast te old Straightening benches, etc. 
(oo7e 


write, Vendair, Croyden Airpert. Croydon T 


Staravia 
BLACKBUSHE AIRPORT 


AIRCRAFT & MECHANICAL CAMBERLEY, SURREY 
Tel : Camberley 1600 EERING FIRM OF REPUTE 
DETAIL DRAUGHTSMEN IN NORTH WESTERN 


REQUIRED AREA HAVE IMMEDIATE 
for a wide range of interesting, R.A.F. OFFICERS VACANCIES FOR DETAIL 
high priority, experimental and U<iFORMS DRAUGHTSMEN BETWEEN 


: development work. Excellent op- NEW AND RECONDITIONED THE AGES OF 21 A 2 
portunities for young keen men LARGE SELECTION IN STOCK 
: who have completed their ap- FISHERS, 8/88 WELLINGTON ST., YEARS 


WOOLWICH, 5S.E.18 ‘PHONE 1055 


prenticeship to obtain design 
experience. 


THESE VACANCIES OFFER GOOD 

TERMS AND CONDITIONS, ALSO 

EXCELLENT PROSPECTS FOR RIGHT 
TYPE OF APPLICANTS 


Selary A.E.S.D. rates and upwards 


R A F 
Please write giving age and experience to: Unit Crest Transfers printed to order 
Chief Draught (mir imum 25) 


10 different crests ( ur select on only) 9° 12" 


M.L. AVIATION co., LTD. sut ble de-orasing messes, carte ns, etc, Apply immediately to Box No. 119 c/o Flight, 
WHITE WALTHAM AERODROME offered at nc mir al pr ceo 30 - c.w.o, (R ALF, only) ssible 
THE BRITISH TRANSFER PTG. CO., LTD. _ dt Pe 


MAIDENHEAD, BERKS. Tei; COVENTRY 6402/ regarding experience etc. 
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AIRCRAFT FOR SALE 
[LES engine hours low; 12 
A.; 


months interior qrey 
leather; full or 


Immediate delivery 
Loxhams Fiving Services, Blackpool Airport 10800 


ILES GEMINI; airframe and engine hours 30 since 
12 months C. of A.; interior grey leather. Full 
delivery. Offers.—Loxhams Flying 
Servix Biackpooi Airport 
EROCON facts Litd., leading distributors of new and 
aircraft. Large stocks held at Gatwick for 
immediate inspection and early delivery 
stockists of D.H. Dragon Rapides 
free on request.—Gatwick Airport, Horley 1510 


AIRCRAFT WANTED 
mon L MITED 


EQUIRE for cash parchase time-expired Pratt & Whit- 
ney engines, series R.2300. R.2000, and 
sin wri 


Offer: ng to 
NDON, Wi 
Tel ray evenor G 
Cables: Asrope London (Oi 


Ls 4, MAGISTER wt ith Tong term C. of A. and engine 
i cht light aircraft, dual contro} with 


of A 

or PL YING CLUB Rotol Ltd., Cheltenham Roat 
Glo .wester (8501 
APIDE with lone term C. of A. and engine hours 

muiti-channel V.H.P., 38.B.A. andor radio compass 
x 6052 (0602 

AIRCRAFT ACCESSORIES AND ENGINES 

RATT & WHITNEY, 1830/92, completely overhauled 
Apply. Chief Engineer, Eagie Aviation Ltd 
ort, Beds. 
P engines, Cirrus Major III, for sale. Fully 
overhauled. Offers to Contracting a Trading Co 
85, Lancaster Gate, London, W.2. Tel mbassador a. 


YLVERHAMPTON AVIATION, Ltd offer a Rapide 
18-gallon long-range fuel system with complete kit 

and ywines also large stocks of propellers, type I 
596.3. Enquiries invited (R496 
ONSTELLATION Aircraft Chairs. large quantit 
chairs, as conditic om. A.R.B. released, available 
for sale. Offer vited. For fier particulars apply 
UPPLIES C SNTROL. LER GENERAL., British Overseas 
Airways Corooration, Airways House, Gt. West 
Brentford, Middx. 


AIRGRAFT ACCESSORIES Ano ENGINES WANTED 


and “Messenger"’ svares. Send full particu- 
to Everall tAvistiony Led... 


Elmdo: 
“AIRCRAFT SERVICING 
BACT detection by Maraa Flux. A-R.B. Cortificate of 
41> aircraft parts. Prompt 
service, reasonabdie chi 
C & 5 "Bie kbushe Airport. Camberley 
1900 (Ext (0310 
ANOS. AVIATION LTO... B-ooklands Aero 
drome of A overhauls, modifications 
oO rversioa ‘el.: Byfleet (0305 
EPAIR 3 and C. of A. overha: for all types of aircraft 
~Brookiands Aviation, Ltd., Civil Repair Service, 
Sywell Aerodrome, Northampton. Tel.; Moulton 32 


CARAVANS 
CARAVAN POUND. 


YY geta pres a =. ) of brochures and advice articies 

free from U.K.'s t caravan distributor with — 

unique many extra fo, 8 worth guarantee 

let for a faulty one and all repairs free one year Fenn 
&@ pound’s worth of free rail fares, 2 people if 50 miles 

away, and usually 4 und delivery anywhere. aniess 

&@ very cheap or second-hand van. More than a pound’s 


tion (A.8S.J. Secretary 

the recent testimonials | in “The R.A.F 

folk and many others. So why not buy from the largest 

and — distributor where you save money are safe. 

h.p. terms too. Write for that Ib. to Dept. 

Taplow please! A. S. Jenkinson. Ltd. (our equal selection 
ndon Branch), 80, Oxford Street, London, W.1 (corner 

of Rathbone Place). Telephone: Langham 8606/7. Two 

minutes from coouhom Court Road Tube Station 

till 8 p.m. seven days a week. Also at Bath Road. Taplow, 

Telephone: Maidenhead Always open. 

—right on main A.4 Maidenhead. 
Taplow Station 4 minutes. Now open: mmer 
Branch ( (corner of Sussex Place and Hammersmith Bridge 
W.6). One minute Hammersmit 

till 8 p. m. every day { 
EW “Statesman.” £1,0%. Other Berkeleys | 
£399/10'-. New “Glider 4#berth de luxe. 

2berth, 672. Safari, £18. Towing. 

Mantiles Garages, Ltd., Biggleswade. Tel. 2115. 


CLOTHING 


. officers” 


sher 
ington St., Woolwich. “rel. Woolwich 1065. 


cLuss 
FLYING CLUB, Redhill Aerodrome, Surrey, 
instruction.—Nutfield Ridge 

to fv at Elstree Flying Club. M.C.A. 
r courses. Three guineas per hour.—Tel 
Elstree 3070. (8314 
ERTS | ani ESSEX AERO s+ UB, Broxbourne Aero- 
Nazeing, Essex. M.C.A roved 30-hour 

course; rn fiving from per hour: 

train from Liverpool Street. or Green 

“Pel.: Hoddesdon 2453, 2421, 3708. 


CONSULTANTS 
IG COMMANDER STOCKEN, F.R.Ae.S.. 
‘le House, 109, Jermyn St., London, 8.W.1. Tel 
Whitehall (0419 
CANADA-Gt Britain Liaison service. Technical and 
Sales. Personal contact.—W. P. Danphy. Consulti 
Air Engineer, Montreal Airport. Montreal, Canada. (8340. 
FIRE FIGHTING EQUIPMENT 
sale or hire, Kiddi: 


tenders with 700 g.p.m. Ta 
1a Street. Lond 
Led., 12 y Street, London. 


A. 


SEEING I5S 
BELIEVING 


Nobody would believe, without seeing 
for themselves, the diversity of Radio Valves 
which pass through our despatch depart- 
ment in the course of a week, from the truly 
miniature to the ‘Good Gracious’! 


We, however, have overcome our aston- 
ishment at the coverage afforded by our 
Radio Division to the Aircraft Radio Industry 
of the world in this sphere, and the thought 
struck us that there may still be a few 
unfortunates who have radio supplies 
troubles and to whom it has not occurred 
to contact us, or, perish the thought, do not 
know of the coverage we offer. 


The astonishing thing in this world of 
turers bers, A.M. references, 
design numbers and cross references is that 
we invariably know what we want! One 
whispered piece of information into our 
shell-like, and you may rest assured that the 
correct radio valve (or, for that matter, any 
other item in the aeronautical galaxy) will 
be delivered. Even though a reference may 
not be recognised by the valve manufac- 
turers themselves, our technical librarian is 
able rapidly to cross-refer the type number 
mentioned to the type numbers of the manu- 
facturer. This enables us to respond by 
return of post with full details of the supply 
position, price, delivery, etc. 


Give our service a try— |* 
you'll 
NEVER 
regret it 


GaATwicK AIRPORT. HORLEY. SURREY 


TELEPHONE HORLEY CABLES HO 
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MANGARS 
QR SAL (all steel), 113M clear x ist 
x ear at caves, rising & clear at 
nd «gable optional) 
if span over frames (10ift dia 
extensible to 28M) to eaves. 


r 
n x 144ft long x 
lear Deane at eaves rising tat apex. Doors one 


eaves Lars doors in 
building soa x Sin | high at apex. 
Up to @ low 
MAN HANGARS td. Terminal House, London, 


(8461 
INSURANCE 


of alr raft iisirance and personal accident 
Apply to J. W. T_Anery Messrs R. J. Moffat 

ani © “Pps rcy Hoase, 733, High Ra, Tottenham, N.I7. 
Tel.; Tottenham 2003-4 5 


MACHINERY 


crankshaft grinters available for immediate 
delivery, sizes up to 6tin between centres, Zin swing 
Machines can be insvected at Modern Machine Tools, Ltd.. 
Mauisiay Rosi, Coveatry. Please send for details today, 
8445, 


M2 RN production miller. suitable for the 
a 


tien tin 

Machine can be tr t ane ready to be demon- 
strated at Maudsiay Road, 
Coveatry. Please send f Is today (8441 


PACKING AND SHIPPING 


R AND J. PAST. Leb. 183-9, Fenchurch St.. E.C 
Tel.. Ma xsion House 3083, Official packers and ship 
pers to the aircraft industry (oo) 


PATENTS 


Nore E is hereby given that Canadian Patents & De- 
veloprrent, Ltd,, seek leave to amend 
specication of the Application for Le 
600083 for an invention entitied Blade Mounting for Axial- 
tow Conpressors and the like 
pastec LARS of the proposed amendments were set 
forth to the Official Journal (Patents), No. $110, dated 
July 1952 
‘ person may’ tve Notice of Opposition to the ameny- 
At, by leaving Patents F N 
Office, 3%. Southampton Bulid! 
before August Zird, 1962. J. L. Blake 
HE proprietor of British Patent No. 623633 entitied 
Insulating Pads” offers same for licence or otherwise 
to ensure pre tieal in Great Britain. Inquirtes to 
berg, 4 Bast Jackson Boulevard. 
{ 


HE proorietor of British Patent No 
Imorovements in an 
pads 
tical working in Great Britain 
d Cariberg, 14 


Inquirtes to Singer, Stern 
an 
Uilinots, U.8.A. 


% Jackson Boulevard, Chicago 4, 
(3452 


RADICS 
F you want to sell your Les ae radio 
not contact Asroo 
Tel.: Horley 1510, Ext. 


Led "Gatwick 
by 


TENDERS 
PAKISTAN AVIATION TD. 


TENDER NOTICE 
ZNDERS are invited for the purchase of the airship 
hangar (Kala Chapra) at Karachi Civil Airport oma 
“where is as ts basis 
HE hangar tains approximately 4.500 tons of struc- 
tural steel and steel sheeting. the dimensions being 
50ft. by by Wort 
Ts EB successful bidder will be responsible for the dis- 
mantiing of the hangar and transportation of the 
materials arising therefrom. and will be required to deposit 
2% of the purchase price before commencing demolition 
the balance being patd through an irrevocable letter ot 
pk opened with a bank soproved 7 the Company 
nd realisable on completion of demolitio 
TN TERNAL otices, workshops, electric “al Atel 
of the hangar are not included fa this 
offer for 
URTHER particulars of the hangar and guthorisations 
y be op y from the Ge 


ore 
sent in sealed envelopes marked “R-1 


TIME RECORDERS 
TAFF item checking and job-casting recorders 
on for quick cash sale; ae condition. 
(0040 


IRCRAFT engineer, and loences. Two-year 
roved course 
ERCIAL pilots and A.L.T.P. technical instruc- 
tion for general a: type rating. 
IPLOMA course combines 
technical training for executiv 
department). 


ia. OOF 

ARN to fly for £24; instructors’ licences and metre. 
ment flying for £3 an hour; night Sying £3 10/- an hour. 
residerce 5 ens. weekly. Approv MLC private | 
licence course.—Wiltahire School of Flying. Lt. 
ton Aerodrome, Andover. Hants 

Certs., A.M.L.Mech.E.. ete 

For details 


x 
ation, mechanical eng.. etc.. 
ee.—B.LE.T. (Dept. “i. 


ndon (oret 
NSTRI CTORS Courses on the new Aiglet Trainer by 
C.F.S. category instructors, also full ground and air 
instruction for Commercial Pilot's Licence. 3) M.C.A. 
proved course for Private Pilot's Licence. Limited 
residential — Cheltenham Aero Club, Staverton 
Airport, Chelte: 
F EE! Brox bares ing of in all branches 
aero eng., covering A.F.R.Ae M.C.A 
We are the only po ted by 


wa. (Associated with HM.V.) 


FLIGHT = 
Z ‘ 
S 
Lary 
| 
| end 
| 
( 
R 
~ 
M 
| 
| : 
\ 
led 
ating 
2 
srachi Civil Airport, 
Tenders should be 
TUITION 
R A.F. and uniforms purchased: large 
* selection of R.A.F Moers’ kit for sale, new and B 
85-88, Wel- _ 
AEROCONTACTS 
Fyrone Co., 


A HUNTING GROUP COMPANT 


OFFER 


COMPREHENSIVE 
INSTRUMENT 
OVERHAUL 
SERVICE 


A section of the Instrument 
Laboratory at Bovingdon 


Equipped for Repair, Over- 
hau! and Maintenance of 
most types of aircraft 
instruments from simple 


RE-LUMINISING 


Your enquiries and orders will 
receive immediate attention 


FURTHER DETAILS 
AND PRICE CATALOGUE 
ON REQUEST 
TO 


FIELD AIRCRAFT 
SERVICES LIMITED 


CROYDON AIRPORT, CROYDON 
SURREY 
Phone > CROydon 7777 
Cable> FIELDAIR, Croydon 


@ 129.100 


FLIGHT 


TUITION 
Lings' UN MUNICIPAL FLYING SCHOOL 
xhford 24. Comprehensive training 
i licences and Instructor's endorse 
Tiger Moth 
tai facilities for 
nm instrument Hour y 
rate 
me. Trial 
safle suidan ¢ and band) ing 
i I ne candidates 100° 
om by Avi igation Ltd 
ences, and 
t modern 


rrangements in oture Fully compre 
fu ther text tex ulre lear and concise 


‘commie lesson for comparison and further 
3%. Central Chambers, Ealing, W.5 el 
48 


SITUATIONS VACANT 


OUNG between I? and years are reguired for 
short rvice commissions in the Royal Navy for 8 
years fying duty aa pliots or observers. | ® per cent 
completing the engagement will, if suitable 

mmisstons The remainder will pass t 
years and ‘be paid a tax-free gratuity of 
Applic pants must have School Certificate with a 
ra General Certificate of Education 
y level, in English language, mathe 
subject, or equivalent educational 

and t physically fit 

Secretary of the Admiralty (C.W.520), Queen 
Anne's Mansions. London. 8.W.1 


ICKERS-ARMSTRONGS, LTD. (Aircraft Section) have 
vacancies at Hurn Depot for the following staff: 
AIRC RESSMEN 


EN 
(atrovent. expe rut aot 
1G AND TO DRAUGHTS 
ce preferable but ntial) 
Pr L Y “y writin the Employment Manager, Vickers- 
Armstrongs, { te (Alreraft Bection), Weybridge. 
Surrey 
PPLICATIONS, with certain exceptions, are subject 
to the approval of the Ministry of Labour and National 
Service 


NIVERSITY OF THAMPTON 


DEPARTMENT OF ARRONAUTICAL ENGINEERING 
RAUGHTSMAN Laboratory Assistant required. The 
appointment will be made in the Technician Grade 
&r78 x £18--8468) the initial salary being determined by 
qualifications and experience, there is a staff superannua 
tion scheme 
laboratory experiments 
new wind tunnel equipment. Applications (three copies), 
together with the names of three persons to whom refer 
ence may be made, should be sent to the Secretary and 
Registrar, The University, Southampton, not later than 
August ist, | (8485 


OF 


DEPARTMENT OF AERONAUTICAL ENGINEERING 
PPLICATIONS are invited for the ap 
lecturer or assis! 
ist, 1962, Experience oe study of aerolasticity desirable. 
£550 x £50-—81,100; assistant lec- 
plus Cnildren’s allowance eat 
benefits, Further particulars be obtain 
from the Seoretary and Registrar, Universit 
Southampton. 


ANDLEY PAGE, Ltd., have vacancies for 


ERODYNAMICISTS of degree standard or with H.N.C. 
n aero subjects. Previous ex 
TRESSMEN of degree standar 
subjects. Previous experience 
SENIOR design and intermediate draughtsmen, pre- 
ferably with aircraft expertence. for Cricklewood and 
Radlett offices. Consideration will be given to applicants 
with experience in light structural o, mechanical engin- 
eertng. Possession of O.N.C. or H.N (Mech. or Elect.) 
an advantag 
‘control engineers, with O.N.C. (Mech.). 
Previous experience preferred 
ECHNICAL, assistants of degree or H.N.C. ‘Elect.) 
standard for the design and development of airc 
electrical systems, Previous experience preferred. 
“SENIOR and junior assistants of degree or H.N.C. stan- 
dard for the Mechanical and Structural Test Dept. at 
Write, stating age, qualifications and details of 
experience to Staff Officer, Handley Page, Ltd., Crickle- 
TE A.C. and X. licensed aircraft engineers 
with types of aircraft for the West 


referably licensed, Apply. 
“Chief Engineer, Eagle Ay ation, Ltd., Luton Airport, 


eds 
IRCREW leaving the Services. Be qualified 
discharge. Obtain your M.C.A. loenc os 
Avigation, Ltd., 30, Central Chambers, Ealing, 
Ealing 8649 
ICENSED radio engineer and radio mechanics at our 
4 base at Stansted Airport, Fasex “Rta by letter or 
telephone to the Senior Radio Fngineer lation Traders. 
1 td... Southend Airport, Fasex. Tel.. Rochford S649] 10850 
arr JUTH AVIATION have vacancies for stressmen 
of all grades for super-priority work at Portsrrouth 
and Hurn Airporta.—Apply: The Airport. Portamovth 
(8151 
AIR, Yeovil, invite applications from 
the following for work in connection with the aircraft 
air-conditioning, pressurizing and high-altitude breathing 


equipment 
DRAUG HTSMFN 


TEC 

PPLICATIONS, e r salary 
required, should be addr ‘essed: Fim ploy ment Exchange 

A tL. Local interviews will arranged where 
convene 
PPI ic ATIONS are invited from senior and junior 
stressmen and draughtsmen for work on new designs 
tications should state age, experience. avalifications 
Auster Aircraft, Ltd., Rearshy 


(08 
NGINEER with expertence of testing and rraintenance 
4 of airoraft hydraulic systems and actuators. Higher 
National Certificate desirable. Write fully. stating age 
experience, to Box F.394, at 191, Gresham House, 5 os 
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THE DE HAVILLAND 
AIRCRAFT CO. LTD. 


have vacancies for 
SENIOR INTERMEDIATE 
DESIGN DRAUGHTSMEN 
in their HATFIELD and LONDON 
OFFICES 


Men with experience in 
STRUCTURES DESIGN 
MECHANICAL DETAILS 

ELECTRICAL INSTALLATIONS 
are invited to apply 
Aircraft experience preferred but 
applications will be considered from 
men experienced in light Mechanical 
Engineering or Wiring Layouts, 
Design of 
Electrical Junction Boxes, etc. 
Large programme of work on 
CIVIL JET AIRLINERS 
AND MILITARY AIRCRAFT 
Apply in writing to 
The Chief Draughtsman, 
THE DE HAVILLAND 
AIRCRAFT CO. LTD., 
Hatfield, Herts. 


Applications are subject to aes of 
Ministry vw Labour and National Service 


DOWTY 
EQUIPMENT 
LIMITED 


require first class sound 
PRACTICAL ENGINEERS 


preferably with some experience 
of design development and test- 
ing of jet engine accessories, 
particularly flow, acceleration and 
speed governing controls, burn- 
ers and pumps. Exceptional 
prospects of advancement. 


SENIOR DRAUGHTSMEN 
required for development work 
on fuel systems. Experience on 
light hydraulic or pneumatic 
controls acceptable. Important 
positions with prospects. 
The Company's conditions are 
exceptionally good; there is a 
realistic pension scheme and the 
environment is ideal. 


The Company employs a Housing 
Officer who will render every 
assistance. 


Write, preferably in tabulated 
form, to 


PERSONNEL MANAGER, 
DOWTY EQUIPMENT LTD. 
Arle Court, Cheltenham. 
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ROLLASON’S 


PROPELLERS 
Considerable stocks of :-— 
61186/A—X4 or X9s for Rapide or 
Domine aircraft. 


A66460 2—A66365/X3 for Anson and 
Consul aircraft. 


INSTRUMENTS 
Altimeters, Types 6A/1537, 6A/1593 
Air Speed Indicators, Type 6A/587 


ANCILLARIES 


Generator, engine driven, Type LX. 
Engine Starters, Type N3EY 


TAKE ADVANTAGE OF OUR 

SERVICE WHICH IN ITS PROMPT- 

NESS IS UNIQUE IN THE AIRCRAFT 

INDUSTRY AND SEND FOR OUR 
MAILING LIST 


W. A. ROLLASON LTD. 


CROYDON AIRPORT, SURREY 
Tel.: CROydon 5151/4 
Cables: ROLLAIR, CROYDON 


THE 


DE HAVILLAND 


ENGINE COMPANY LIMITED 


have vacancies in their 
DESIGN OFFICE at STAG LANE 
for 
SENIOR DESIGN 
DRAUGHTSMEN 
& CHECKERS 


for work on Gas Turbine 
development and other 
projects 


GOOD SALARIES & PROSPECTS 
for suitable applicants 


SUPERANNUATION SCHEME 


for further details write 
THE PERSONNEL OFFICER 
STAG LANE, EDGWARE 


MIDDLESEX 


FLIGHT 


SITUATIONS VACANT 


assistant. 2-3. of nationality 

aired for interesting and varied work in beat 

test laboratory. Apply writing to 
Gallay. Ltd., Edgware Road, Cricklewood, London 


E'Fivine Traine and mechanics with experience of | 
ying Trainers required for outside servict Must 
prepared to travel — Suitable applicants should apply 
writing to Personne! OMeer. Air Trainers, Bicester 
Road. Aylesbury. giving details of experience 
ENIOR weight estimator required for work on hell 
copters by Saunders Roe, Lic.-Applications. giving 
details of experience, should be addr Lo the Personne! 
Officer, Saunders-Roe, Ltd., The Airport, Southampt« 


NGINEER with experience of the testing and main- 

tenance of aircraft gyroscopic and servo ecouipr ent. 
Higher National Certifeate standard of education 
Write fully, stating age, experience, to Box F292, at 191 


se. E.C.2 

LACKBURN & GENERAL AIRCRAFT, have 

vacancies at Brough for two loftamen with Fama pny 

an aircraft work giving Particulars of age. 

training. experience hg . to the Personnel Supert 
dent, Brough. E. 

EST AFRICAN AIRWAYS CORPORATION. Appli 

ations are invited for the appointment of Chief 

Engineer which will be vacant later this year The i 

tion will be on the permanent and pensionable sta? in 

salary rade. £1,780 by 650 to 61,980 according to age and 


7 furnished quarters are provided and free 
passages to and fro agos, Nigeria, for the officer 
and his wife ond up to 2 children on first appointment and 
on leave. Liberal leave on full salary after tours of from 
12 to 18 mont Age limit 35 to 
tes should have had considerable adminis- 
trative and workshop experience in 4 responsible 
position In the maintenance and overhaul of aircraft and 
engines. A degree or near qualifications in mechanical 
or aeronautical engineering. experience in the tropics 
and with De Havilland Dove and Bristol 170 aircraft are 
additional qualifications, 
» particulars and form of appiication may ne 
obtained from the Agents in the U.K. 
Chief Personnel Offic ) West Road 
Brentford, Middiesex. (851. 
IG and tool draughtsmen, fully experienced. required 
by Percival Aircraft, Ltd.. Luton Airport. Beds. Good 
working conditions and full welfare facilities. including 
stafl pension scheme— Applications to the Manager, Luton 
Exchange, stating age, experience 


RTANT Midlands gas-turbine atroraft engine 
manufacturer has vacancies for a number of designers 
and senior and junior draughtsmen. Although experience 
is most advantageous, it is not necessarily essential as 
training will be given.—Apply in some detail, please. to 
Reference F101, Box 0803 (0616 
ANT chief streseman required by Perciva! 

Lt4., Luton Airport Beds.. Good welfare 
including staff pension scheme 


an 
e Manager, Ministry and 

equired: previous aircraft experience not 
essential Apply Employment Manager. Vickers 
Armstrongs, Ltd. (Aircraft Section), Weybridge. Surrey 
Applications, with certain exceptions, are subject to the 
approval of the Ministry of Labour and National Service 


ten 


EIGHT estimator required by Percival Aircraft. Ltd. 
Luton Airport, Beds, for work on fixed wing and heli 
copter aircraft. Good welfare facilities, Including 
pension scheme.—Apply, giving details of age. qualifica- 
tions, experience and salary required, to Manager, Minis 
try of Labour and National Service, I uton, 8 
H M. HOBSON, Ltd., invite applications for positions tn 
« the drawing office as follows: designers, detail and 
modification draughtamen, checkers, stressmen. The work 
is concerned with interesting projects connected with fuel 
metert equipment and hydraulic flying controls for air 
craft.Hobson Works. Fordhouses, Wolverhar pton. [| 


navigators and radio officers for Craw York fleet. Only 
coetennte holding appropriate M.C. licences will be 
Please write full detalis ‘to the Personnel 
ager. at above address. 
Te HNICAL assistants, expertenced in dealing with 
electronic measurement and instrumentation, re 
ulred work on engines and 
‘andidates, aged between 25 and 30, possess! degree 
diploma and willing to ~y with problems Disht 
prefe: 
Areata, stating age. qualifications. and detai 
of ex | be addressed to the Divisional 
Personnel Ma The Bristol Aeroplane Co., I td 
Engine Division, Piiton House, Bristol 
ENIOR design and intermediate draughtsmen with 
good experience of aircraft or light structural or 
and arma- 


ment project work at 
Apply by letter to Portsmouth Aviation, Ltd., The PS 
rt. Portsmouth 
SRAEL AIRL INES, Ltd., require engineers with 
stellation experience. air frame and engines, be 
based at Lydda. Good rate of pay; families can join ater 
three months’ probation, Applic ———- the first instance 
to be made to Station Manager, Israel Airlines, London 
Airport. (6461 
SCHOOLS, Ltd., flying instructor 
a minimum tegory. also one ex-fiving 
tor qualified to on applied fying subjects. 
Applications to be addressed to the Chief Instructor. Air 
Schools, Ltd., Derby Airport, Burnaston, nr. Derby, owing 
fullest particulars of experience, t 


SSISTANT buyer required by large engineering com- 


Tevious experience essential. 
Apply. in full — of qualifications. 
salary earned 


prune and education. to 
ox 1758. (8808 
pa2 single- and twin-engine experience re- 

Survey Company. Applicants should 
have good educational background to enabie to act as 


expedition manager when overseas, and dea) with clients, 
etc. Current licences desirable but the right man would 
be given opportunity to obtain or renew licences, Age 
under 30 preferred.— Box ree 
ROCKWOKTH ENGINEERING Co., Ltd., Hucclecote 
Gloucester (Branch of Hawker Siddeley Group. Lw.), 
require for super priority work on aero engines @ fo 
to take charge of process work. Expertence must include 
copper, cadmium, chromium, zinc and silver plating and, 
further, chromating, anodising find phosphate treatments 
aod the appiication of protective treatments in general 
y Nye in writing, giving full details of expertence and 
salary required, to Personne! Manager. (9490 


LTD. 
HUCCLECOTE - GLOUCESTER 


The following VACANCIES 
exist on progressive projects 
of advanced interest :— 


STRESSMEN 

Senior] and Intermediate. 
WEIGHTSMEN 

Senior and Junior. 
DRAUGHTSMEN 

Structural and Electrical. 


Previous aircraft experience an 
advantage but not essential 


Prospects are excellent for 
energetic and sound applicants 
APPLICATIONS to be addressed 
to che CHIEF DESIGNER 
giving particulars of 
Experience, Age and Salary 


Aero & Jig & Tool 
Draughtsmen 


in Great Demand 
MEN & YOUTHS 


There is an insatiabdle 


men and inspectors. 

So acute is the present 
shortage that employers 
are only too anxious to 
engage those with no 
previous practical ex- 
perience who are able 
to prepare neat and 
accurate drawings. 


QUALIFY AT HOME—IN SPARE TIME 
Afcer brief, intensely interesting study—under- 
taken at home in your spare time—YOU can 
secure an attractive and interesting post as 

vacancies are 


also available in 
etc., branches of Draughtsmanship. 


FREE GUIDE-———— 


The Free Guide contains 132 pages of 
information of the greatest importance to 
those seeking such success compelling 
AM. 


ualifications as 
Gen. of 


duc 
also RAF. Entry (Machs., together 
with particulars our remarkable 
guarantee of 
SUCCESS—OR NO FEE 
Write now for your copy of this remarkable 
publication. It may well prove to be the 
turning point in your Ccoreer., 


NATIONAL INSTITUTE OF 
ENGINEERING 


(Dept. 427), 148-150, HOLBORN, E.C.1 
(South Africa Branch E.CS.A., P.O. Box 8417, 
burg). 
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SITUATIONS VACANT 
NSTRUMENTS LTD. heave vacancies for instrament 
engineers with Great 
of Gyr inetruments 
to the Chief 
Aerodrome le uceater 
ted. must be capable 
of ying club 


al! 
tunity t ing and social mer 
s 


age and salary required 
henge, Luton, Beds 
raft Desigt 
Ltda 


tonal Certi 


¥ Percival 
verel dr 


to un tert 
lated with alroraft stractur 
degree standard with 

Sompany, Ltd., Airspeed Divi 


from senior and 
Exp 


essentia 


experien ne 
ane de Hav and Engine Cx bine Lane, Edgware 
M 


Ltd 


male) required 
Reds 
with general and 
experience 
juding sta Applications 
to the Manager, Emplo Exchange 
Hed stating age. experience and salary required 
YHIEP test end large firm, 8.E 
h gone 


ensive post 
© fully. stating ate. experience 
Gresham House. 
WO engineers with experience of the testing and main 
tenance of airborne electronic equipment for one 
of servo-mechaniams would be an advan- 
radio transmitter 
ve Higher Nati 
lily. stating age. experience, 
Gresham House, BE 
RAUGH and stressmen with aircraft experience 
r interesting and progressive w« ork on new 
desiqne LAA... posit at attractive salaries for 
capable acplinants, Opportuniti for cheap fiving with 
firm's Fiving Club. Housing srranaed and assistance given. 
Apoll ations to Chief Designer, Auster Airoraft. Ltd., 
eby, Leloeater. or through Employment Ex 


cha. 

ange ICATIONS are invited from design draughtamen 

and stressmen. also technica) assistants with com 
bined desten and performance experience for work on both 
reciprocating aad gas turbine a Applications 
should state full particulars of experience and qualifioa 
tions and should be addressed to the Personnel Officer. The 
de Havilland Engine C« Lid, Stag Lane, Edgware 
Middlesex 


REQUIRED IMMEDIATELY 
BY WELL KNOWN AUTO- 
MOBILE ENGINEERING 
FIRM IN NORTH WEST 
DISTRICT 


Designers and Detail Draughtsmen, 
Jig and Tool Draughtsmen—also 
Planning Engineers 


THESE VACANCIES OFFER GOOD 

CONDITIONS AND PROSPECTS TO 

SUITABLE APPLICANTS. SALARY 

ACCORDING TO AGE, EXPERIENCE 
AND QUALIFICATIONS 


Apply Box No. 8013, c/o Flight 


FLIGHT 


SITUATIONS VACANT 

Ih FORCK, Naval, civil and helicopter aircraft all 
under design and development at Percival Aircraft. 
Luton Airport. Beds. Appitcations are invited from 
t ughtamen and str n. for work on 

Good welfare tacilities. 
giving details of 
Ministry of 
(088. 


interesting programme 

scheme Write 

salary required, to Manager. 

ao4 National Service. Luton 

manager required with considerable adminis 

trative and manufacturing experience on all-metal 

aircraft. Applicants must have held similar position for 

some years. Good prospects with exrelie salary and 

pension «heme offered to successful applicant 
j ulars of previous appointments held. qt 

i sired. to The | Direc tor 

he Airport, Luton 

require for the office 

ase design and detail draughtsmen, experienced 

in light mechanical precision enwinee or instrument 

practice and with aircraft backer for aircraft 

Qressurizing and highealtitude breathing equipment 
Good working conditions, and superannuation 

stating age. experience. qualifications and 

quired, to Employment Exchange (N.A.). Yeovil 


aircraft. The Aircraft Design T 
nice — ¢ of the Bristol Aeroplane Co.. Ltd.. require 
ot rsonne! for work on an Interesting range 
itary aircraft and opters In their 
yoment laboratory: Junior and tnter 
# with Higher National Certificate and 
erience of structural or genera! 
These appointments offer excellent 
advancement on merit 
should be sent to the Ministry of 
our and National Service. 2 Nelson Street 
i, and marked for the attention of the Personne! 
The Bristol Co., Ltd., Atreraft Divi- 
Ho Bris (8375 
nat re the raft Division of 
ectric Ce td. undertake duties 
{with the adminis stration hnieal and desien 
nts. Aoolicants should have orderly minds, and 
prepare concise reports and 


set 
HNICIANS 


National Certificate or dettrable 

ears general exorrience in aircraft industry would be 
Apolicants with limited raft 

other reyviirements will be considered 
full detatis ani referenc 
tral Peisoinel Services, English Electric 
24-30, Gillingham Street, London, 8.W.1 
498, 


AIRCRAFT SPRING WASHERS 
TO BS. 

SPECIFICATION 
S.P.47 


CROSS MFG. (1938) LTD. COMBE DOWN, BATH 


WAYMOUTH GAUGES 
& INSTRUMENTS LTD. 
a subsidiary company of 
SMITHS AIRCRAFT INSTRUMENTS LTD. 


invite applications for vacancies in their 
Engineering Department at Godalming. 


PROJECT ENGINEER co direct the work of a team 
aged on projects covering specialised instruments 

ona electrome Aprlicents should 

a University D or Higher National Certificate in 

Electrical Engine ring or similar qualifications and have 

had exp eine ype of work. Ref. Et 


ASSISTANT for theoretical and 
on magnetic amplifiers. Qualific 

tio has de: Physics or Electrical En) sneering 
or Higher Necioaal Certificate are required, Pre 
experience in this field of work would be an ova. 
Ref. £2 


ASSISTANT for ical and ex- 
perimental work on problems of fuel 
similar to post above are 

ef 


TOCHINEAL ASSISTANT to assist in develop- 
ment wo mahi amplifiers and electrical 
instruments, “fer previous 

nt but prefer fications would be an 
Engineers ree National Certificate in 
Ref 
TECHNICAL WRITER for preparation of installa- 
tion, maintenance, and overhaul manuals and other 
publications. Experience of aircraft installations and 
electrical equipment is essential. previous 
experience in this type of work would be an advantage. 
Ref. 


DRAUGHTSMEN, senior and junior, for work on 
aircraft instruments, magnetic amplifiers and electronic 


INSTALLATION ENGINEER to assist in installe- 
tion aspects of fuel contents eneraily work 
with other engineers on qulorevion and field work on 
similar equipment. Applicants should have a know- 
led aircrafe installations and accessories 
‘evious experience in this type of 


should be made in writing, 
he ce of the vacancy, and givin, , 
the Chi 


Waymouth Gauges & Inetru- 
ments, Led., Station "Road. Gedaiming, 


wee neer (aircraft) 
raft Luton Airport, as. 
practical experience of 
components and production 
fications. Good = fare facilities ‘incleding © 
A > the Manager ployment ‘Eathanee, 
Laton, giving full of age, qualifications, expert- 
ence and calary reqy 
AS are required by the 
Electric Co., Ltd., at Warton Aerodrome. near Black- 


Write, givi 


reference English Electric 


Employment Exchange, Chadwick Street, Lenten! a L 


HE R.A.F. Reserves Club. Ltd.. 14, South Street, W.1, 
invite applications for the tion of resident secre- 
tary. Aplicants. who should former R.A.F. officers 
with first-class executive ability and business experie 
must be prepared to shoulder a very heavy amount 
work during the next five years of expansion. Commeno- 
ing remuneration will be modest but seffictent. Only 
written applications will be considered ressed to the 
Chairman 
——— OVERSEAS AIRWAYS CORPORATION have 
cancies for pilots who have obtained Commercial 
Pilot's Licence with Instrument Rating and Radio Tele- 
phony licence. Preference will be given to applicants 
below the age of 27 years, but consideration will be given 
to suitably qualified applicants up to 3% years of age. 
Commencing salary pendent upon qualifications— 
£815 p.a. to £935 p.a.— Applications should be made in writ- 
ing to the Chief Personnal Officer. <. 4 
House, Great West Road, Brentford, Middx 
HE expansion of the English Electric Group of Com- 
panies has created vacancies for men with suitable 
background and academic cualifications to solve 
production problems by the efficient utilization of the 
most modern machine tools and methods. Consequently 
applications are invited from senior and ivunior production 
and methods planning engineers. Please write, giving 
full details of experience and qualifcations, oucting refer- 
ence 8.A.24, to Centra] Personne! Services, Fnglish Elec- 
tric Co., Ltd., 24-30, Gillingham Street, London, 5-H io 
SENIOR engineer is required to direct the work of 
eam concerned with the development of ignition 
equipment for reciprocating and turbine engines. 1- 
dates should have a flair for this kind of work and those 
preferred will be qualified electrical eneineers who have 
had practical experience with all tvpes of encines and can 
show evidence of expert knowledge and inventiveness in 
the tenition field.—Applicants should write quoting 
reference CE.1, giving full particulars of their Saints 
and experience and (ndicating salary expected to 


RITISH EUROPEAN AIRWAYS have A, or 

planner/ratefixers at Renfrew, to cover the followt: 

(1) manufacture of components and su! 

the detall shop: (2) aircraft repair 

Applicants should preferably have served 
apprenticeship in engineering and have had 
several years’ experience in planning and ratefixing in 
either of the above shops. Salarv scale £11 4s. by 7s. 6d. 
to €13 Is. 6d. ver week.—-Appvlications, in writing. to Base 
Personne! Oficor. British European Airways, Airport for 
Glasgow, Renfr (8503 
wr JL “KNOWN “{nstrument manufacturers situated in 
West of have a vacancy for a senior 
engineer to direct work of a team enoloved on design and 
development of wide range of mechanical aie raft 
instruments and allied equipment. Apolicants 

a 


practical knowledge of metallurey and genera! aire: 
requirements. The post {s pensionable and carries a salary 
of £900-£1, 200, depending uvon ecoertence and qualifications. 
Housing assistance will be quoting refer- 
ence &EN to: Personnel anger. 8. Smith & Sons 
(England) Ltd., Bishops Clee 


‘TATIONS. WANTED 


UNCTUAL Viking and D.C.3 free-lance first officer. 
Phone, Kensington 4056. (8483 


Bring Competiti he Disvosal of 

Your AIRCRAFT or PSpAR SALE by AUC- 

TION andior PRIVATE EATY will assure 
your obtaining the Highest Price. 

Full perticulors of our Services. Write, phone or Cable 
KENNEDY, SON & PARTNERS 
Auctioneers and Surveyors. 

GATWICK. AIRPORT, HORLEY, SURREY 
Telephone: Horley 1510, ex 15. 

Free entry on our disposal list open to all owners, 
without obligation or engagement. 


rices into the 


The... 
British Air Line Pilots’ Association 
9-10 MARBLE ARCH, W.1 
AMBassador | 357 


Membership open to all Commercial and 

Service pilots. For full details as to the 

objects and particulars of Membership 
please write to Secretary. 


ABROC 
SAVES STEEL 


For PRESS TOOLS, HGS, TEMPLATES 
Eatily Machined + Easy to Hondle 
Board sizes: 92° x 32° and 68" x 44", Up to 3 inch 
thickness 
MOULDED COMPONENTS (JA8LO) LTD. 

Works. 


Phone: CROvdon 2201 Grams: IABLO CROYOON 


to Great Britain for 
from the 
AFRICA: Centra) News Agency, Wm. 


he Publishers, ILIFFE & SONS LTD., Dorset 
A STRALIA AND New ZEALAND: 
Dawson & Sons ($.4.), Ltd. 


House, Stamford Street 
Gordon & Gotch, Ltd. INDIA: ‘AK. 
UNITED STATES: The Internationa! > 


London, $.B.1, by PAINTERS LTD., Landon, 
CANADA! The Wm. Dawson wsoo Subscription 
Co. Entered as Second Class Matter at the New York USAT 


Service, Ltd.; Gordon @ 
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d 
beret 
foundiand. A4 an eng Roya ims ying 
Clube Associats a urnal Baliding. Ottawa 4 are a number of vacancies for men hav ng good ion 
stating age. experience and qualifications aw ing e background. Good salaries will be 
iacoratory assistants (male) required by Perciva to age, qualifications and experience.— 
Airoreft, Lad... Laten Airport, Beds. National Certif 4 Jetails and qualifications and guoti 
cate standard and previous experience on design of test 
laboratory equipmer welfare facilitie 
inctading staff pension » ting 
Qualifications experience t 
Manarer, Employment Ex 
of the Brist ea 
vacancy for junior or inte ai 
in their engiasering development iaboratory. The work 
ts goerned with the vibration testing of aircraft atru | 
tares « nechanioal systems on an interesting range of | ee 
Civti and military aircraft and helicopters 
ANDIDATES should possess a Higher Nat | 
foate in Electrical eogineering or equivalent qualifica 
tion 
A" ICATIONS should be forwarded to the Ministry 
{ Labour and National Service. 3). Nelson Sereet 
Briet and marked for the attention of the 
Mane The Aeropiane ( Aireraft D 
R' JUIRED in netiately t Airoraft, Lei A 
tut Airport, Bods ughtamen with | 
Rorehens o nstallations and M 
aliled bool wolfare fa os, javluding staf] 
peasios At ta writing. stating at 
Lates neat Beomany S 
q 4 man required: experienced power piant installatio : 
{ Must have jet installation design experience aad capaie | 
of taking seot nder assistant desic¢ae 
i Saturday or Sunday interview cans be arranged. Applica ese 
tions to Catef Draventeman, The de Havilland Aircraft | 
Co, Lt4., Alrepeed Division, Christchurch, Hants 
YHRISPCHURCH, Hants. A if 
and eetigation work as 
Training should have r 
bias towards orwenic. Apg 
The de Havilland Airoraft 
ston. Carietonurch, Hants | 
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ire equipment. Minimum qualifications Ordinary National 
gh; in Mechanical or Electrical Engineering. A knowledge 
of Inter Service requirements and current design prac- CN 
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work 
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be obtained 
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HYDRAULIC UNIT ASSEMBLY SHOP 


GNEQVCALLLO FOR 


& SENSITIVITY FIDELITY STABILITY 


& PRECISION & SAFETY * RELIABILITY ~ 


VERSATILITY 


BOULTON PAUL AIRCRAFT LTD. 


WOLVERHAMPTON, ENGLAND 
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